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POLITICS AND TRANSPORTATION 


In extension of remarks in an appendix of the Con- 
gressional Record, published since the close of the first 
session of the Seventieth Congress, under the heading, 
“Republican Legislation for Agriculture,” Representa- 
tive James G. Strong, Republican, of Kansas, places the 
responsibility for enactment of the Hoch-Smith resolu- 
tion and the Denison barge line act on the Republicans. 
He says that a Republican Congress, backed by a Re- 
publican administration, has continued to pass legisla- 
tion in the interest of agriculture, and includes the two 
pieces of legislation referred to in a list of acts passed 
for the benefit of the farmer. 

Senator Smith, Democrat, of South Carolina, should 
protest against this statement so far as the Hoch-Smith 
resolution is concerned. The part of the resolution de- 
claring an “existing depression” in agriculture and 
directing the Commission “to effect with the least prac- 
ticable delay such lawful changes in the rate structure 
of the country as will promote the freedom of movement 
by common carriers of the products of agrirculture 
affected by that depression, including live stock, at the 
lowest possible lawful rates compatible with the main- 
tenance of adequate transportation service” had its 
origin in a resolution presented by Senator Smith. We 
think that the farmers should be advised that the Dem- 
ocrats had a hand in the making of this “relief” meas- 
ure, and that Senator Smith, a cotton farmer, should 
not be ignored when claims are being made as to re- 
sponsibility for the resolution. 

The claim made by Mr. Strong with respect to the 
Denison barge line expansion act is also subject to criti- 
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bill in the House of Representatives and in the Senate, 
Senator Reed, Democrat, of Missouri, took charge of 
the bill and succeeded in obtaining unanimous consent 
for passage of it while a snarled legislative situation 
pointed to anything but final action on the measure. 
We can imagine what Senator Reed would say of the 
claim that the Denison act is solely a piece of Republican 
legislation. 

The point we wish to make with reference to Rep- 
resentative Strong’s remarks, however, is that they are 
indicative of substantial sentiment in Congress on the 
subject of legislation and transportation. Political in- 
terference with the business of transportation and the 
making of political capital out of measures relating to 
transportation are still with us. 


INTERCOASTAL LINE RATES 

Out of the stir caused by the joint rates of the Illi- 
nois Central and the Redwood Line has come the asser- 
tion that there is much discussion among the steamship 
men “as to the possibility of the Commission extending 
its jurisdiction to cover the water rates from coast to 
coast as well as the rail rates.” 

Congress, but not the Commission, could make such 
an extension. Up to this time, however, the water lines, 
generally speaking, have been hostile toward any bring- 
ing of their operations under the control of the body 
that supervises the railroads. They have not even 
favored the making of joint rate arrangements, upon 
order of the Commission, such as the Illinois Central 
and the Redwood Line have agreed upon. 

The Commission, for years, has had great power 
over water lines, but has never exercised it in respect 
of such carriers through the Panama Canal and only 
sparingly as to other routes. The extent of its power 
over carriers by water and carriers by rail, in relation 
to each other, is set forth in sectidn 6, paragraph 13, of 
the interstate commerce act. That part of the statute 
Says: 

When property may be or is transported from point to point 
in the United States by rail and water through the Panama Canal 
or otherwise ... the Interstate Commerce Commission shall have 
jurisdiction of such transportation and the carriers, both by rail 
and by water, which may or do engage in the same, in the following 
particulars, in addition to the jurisdiction given by the act to reg- 
ulate commerce, as amended June 18, 1910: 

(a) To establish physical connection between the lines of the 
rail carrier and the dock at which interchange of passengers or 
property is to be made... 

(b) To establish through routes and maximum joint rates be- 
tween and over such rail and water lines, and to determine all the 
terms and conditions under which such lines shall be operated in 


the handling of the traffic embraced. 
(c) To establish proportional rates, or maximum, or minimum, 
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or maximum and minimum proportional rates, by rail to and from 
the ports to which traffic is brought, or from which it is to be taken 
by the water carrier... 

In Wool Rates investigation, 1923, 91 I. C. C. 235- 
275, the Commission, in the course of a_ discussion of 
the desire of the Boston Wool Trade Association to 
have joint rates from the Pacific coast interior to the 
Atlantic ports established over the railroads to the 
Pacific ports and then by intercoastal steamers to the 
Atlantic ports, said, “Congress has not placed the inter- 
coastal steamship lines under our jurisdiction to the 
same extent as the rail carriers.” It also repeated the 
objections that had been stated by the intercoastal lines 
to their being brought under the jurisdiction of the 
Commission. On the subject of joint rates it found that 
it had not been shown upon the record in that case that 
the failure or refusal of the rail and water carriers to 
establish through routes and joint rates “via the Pacific 
ports and the Panama Canal to Boston and other North 
Atlantic ports is unjust, unreasonable, or otherwise un- 
lawful” and denied the request for joint rates and the 
issuance of through bills of lading. 

Extension of Commission jurisdiction to cover the 
water rates when not connected with rail rates, it might 
be suggested, would not help the intercoastal lines in 
meeting a situation resulting wholly from joint rate 
arrangements such as that of the Illinois Central-Red- 
wood Line, except to keep the water lines from cutting 
their port to port rates to very low points in an effort 
to compete with joint rates in which part of the shrink, 
below the combinations, would be borne by the rail line 
and part by the water line, Some intercoastal lines have 
been reported as making port to port rates since the 
joint rates went into effect low enough to suggest to 
shippers use of the export rates to New Orleans via the 
rail lines and the port to port rates beyond. That, how- 
ever, would place the burden wholly upon the water line 
or lines making the effort. 


Joint rate arrangements between rail and water car- 
riers are weapons the rail and water lines which think 
the Illinois Central-Redwood Line arrangement will 
deprive them of traffic can use in such a fight. But 
when the water lines enter into such arrangements they 
subject themselves to the keeping of accounts and the 
making of reports such as the railroads are required to 
make. The Commission, of course, can make that bur- 
den light or heavy, but hardly lighter than necessary 
to determine, from the reports, whether the water line 
is living up to the requirement to observe the published 
rates. In Wool Rates Investigation, 1923, before men- 
tioned, the water lines, in opposing joint rates, men- 
tioned those reports and accounting methods as among 
the burdens they would have to bear were joint rates 
established. 


In the further hearing in the case mentioned, de- 
cided January 3, 1927, 120 I. C. C. 493, some question 
was raised as to the power of the Commission to require 
the establishment of joint rates. Although the power 
was generally conceded in the briefs, the Commission 
thought enough on the point to state that in Houston 
Cotton Exchange vs. A. & A. R. R. Corp., 87 I. C. C. 
392, division 4 ordered the establishment of joint: rail- 
and-water rates on cotton from Oklahoma points to New 
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England destinations via Gulf ports, and that in the 
further hearing in that case, 93 I. C. C. 268, it said: 


We construe paragraph (13-b) of section 6 to confer upon the 
Commission power to establish through routes and maximum joint 
rates between and over the rail and water lines and with respect to 
the transportation referred to in the opening paragraph of paragraph 
(13) of section 6. 

In the situation created by the new joint rates from 
Mississippi Valley points to California terminals, joint 
rail-and-water rates, in which each of the two classes 
of carriers stands some of the shrink seems to offer 
some help for intercoastal lines which heretofore have 
argued against the use of the power to establish such 
rates which Congress gave the Commission years ago. 


A PATRIOTIC SUMMER WORK 

Shipper and carrier traffic men with affection for 
their country have an unusual opportunity for service 
this summer in the education of senators of the United 
States. President Coolidge, next December, will have 
the duty of appointing no fewer than three members of 
the Interstate Commerce Commission. Unless the 
traffic men take their pens in hand to put before senators 
the iniquity of playing politics in connection with the 
appointments the disgraceful conditions that have pre- 
vailed for some time probably will continue. 

Every traffic man should use his pen and his voice 
to tell his senators that such acts as have taken place 
in the last two years will not do. Making an adjust- 
ment of freight rates is a work with which politics 
should have absolutely no connection. Freight rates in 
the United States represent adjustments among citizens 
of the United States. While the making of freight rates 
is part of the legislative function, their making should 
be left in the hands of an impartial body of men not 
subject to the considerations that influence members of 
Congress when they exercise the power of making, for 
instance, customs tariff rates, which stand between 
citizens of the United States on one side and citizens of 
foreign states. There are some Americans who think 
that even the making of such rates should be taken from 
the realm of political considerations. 


Traffic men, by taking their senators in hand, even 
to the extent of bringing their official superiors into the 
fight, can get rate regulation and the Commission out 
of politics. If they cannot, then the idea of rate regu- 
lation by men not interested in politics might as well 
be discarded now. _ If any rate adjustment in any part 
of the country is to be made subject to the rules of 
pork-barrel legislation, every business man must prepare 
himself.to get into politics and stay there continually. 
It would be a waste of time and money to prepare rate 
data if the decision were to be made on grounds of 
political expediency. 

Unless there is a retirement of senators from the 
field of rate regulation before President Coolidge makes 
the three appointments, the situation will go from bad 
to worse. 


CHANGE IN DOCKET 


Argument in No. 16407 (and Sub. No. 1), Security Cement 
& Lime Co. vs. B. & .O. R. R. et al. assigned for June 14, at 
Washington, D. C., was canceled and reassigned for June 21, at 
Washington, D. C. 








1476 


TRANSPORTATION IN PLATFORM 


The platform adopted, June 14, by the Republican Party, 
in convention at Kansas City, contained several planks bearing 
on transportation. These covered federal aid for highways, an 
endorsement of the present railroad laws with the suggestion of 
“possible modifications,” affirmation of administration policies 
with regards to the merchant marine and inland waterways 
with specific mention of the White-Jones bill and the “Missis- 
sippi system of inland transportation,” and commercial avia- 
tion. The pertinent portions of the platform are as follows: 


Highways 

Under the federal aid road act, adopted by the republican con- 
gress in 1921, and supplemented by generous appropriations each year, 
road construction has made greater advancement than for many 
decades previous. Improved highway conditions are a gauge of our 
rural developments and our commercial activity. We pledge our 
support to continued appropriations for this work commensurate with 
our needs and resources. 

We favor the construction of roads and trails in our national 
forests necessary to their protection and utilization. In appropriations 
therefor the taxes which these lands would pay if taxable should be 
considered as a controlling factor. 

Railroads 

Prompt and effective railroad service at the lowest rates which 
will provide for its maintenance and allow a reasonable return to the 
investor so they may be encouraged to advance new capital for 
acquired developments has long been recognized by the republican 
party as a necessity of national existence. 

We believe that the present laws under which our railroads are 
regulated are soundly based on correct principles, the spirit of which 
must always be preserved, because, however, of changes in the public 
demands, trade conditions and of the character of the competition, 
which even the greatest railroads are now being called upon to meet, 
we feel that in the light of this new experience possible modifications 
or amendments, the need of which is proved, should be considered. 

The republican party initiated and set in operation the interstate 
commerce commission. This body has developed a system of railroad 
control and regulation which has given to the transportation public 
opportunity not only to make suggestions for the improvement of 
railroad service but to protest against discriminatory rates or sched- 
ules. We commend the work which that body is accomplishing under 
mandate of law in considering these matters and seeking to distribute 
equitably the burden of transportation between commodities based 
on their ability to bear the same. 

Inland Waterways and Harbors 

Cheaper transportation for bulk goods from the mid-west agri- 
cultural sections to the sea is recognized by the republican party as 
a vital factor for the relief of agriculture. To that end we favor 
the continued development in inland and intracoastal waterways as 
an essential de of our transportation system. 

The republican administration during the last four years initiated 
the systematic development of the Mississippi system of inland trans- 
portation lanes, and it proposes to carry on this modernization of 
transportation to speedy completion. Great improvements have been 
made during this administration in our harbors and the party pledges 
itself to continue these activities for the modernization of our 
national equipment. 

Merchant Marine 


The republican party stands for the American built, American 
owned and American operated merchant marine. The enactment 
of the White-Jones bill is in line with a policy which the party has 
long advocated. 


Under this measure substantial aid and encouragement are offered 


for the building in American yards of new and modern ships which 
will carry the American flag. 

The republican party does not believe in government ownership 
or operation, and stands specifically for the sale of the present gov- 
ernment vessels to private owners when appropriate arrangements 
can be made. Pending such a sale, and because private owners are 
not ready as yet to operate on certain of the essential trade routes, 
the bill enacted allows the maintenance of these necessary lines under 
government control till such transfer can be made. 

. Aviation 

Without governmental grants or subsidies and entirely by private 
initiative the nation has made extraordinary advances in the field 
of commercial aviation. Over 20,000 miles of air-mail service privately 
operated are now being flown daily and the broadening of this service 
is an almost weekly event. Because of our close relations with our 
sister republics on the south and our neighbor on the north, it is fit- 
ting our first efforts should be to establish an air communication with 
Latin America and Canada. 

The achievements of the aviation branches of the army and navy 
are all to the advantage of commercial aviation and in the Mis- 
sissippi flood disaster the work performed by civil and military 
aviators was of inestimable value. 

The development of a system of aircraft registration, inspection 
and control is a credit to the republican administration, which, quick 
to appreciate the importance of this new transportation development, 
created machinery for its safeguarding. 


COMMISSION ORDERS 


No. 14890, Haydite Co. et al. vs. Santa Fe et al.; No. 15059, 
Harrisonville Brick & Tile Co. vs. Missouri Pacific et al.; No. 
15615 (and Sub. Nos. 1 to 6, incl.), Artesian Ice & Cold Storage 
Co. vs. Santa Fe et al., and others grouped therewith. Com- 
plainants’ petition for reconsideration in the above, has been 
denied. 

No. 17485, Eagle Cotton Oil Co. et al. vs .Southern et al. 
Defendants’ petition for reopening, rehearing and reconsidera- 
tion, and for postponement of effective date of the order has 
been denied. 

No. 18642, Arizona Corporation Commission et al. vs. Santa 
Fe et al. This proceeding has been reopened for further hear- 
ing at such times and places as the Commission shall hereafter 
designate. 

No. 16369, Portland Traffic & Transportation Assn. et al. 
vs. Oregon-Washington Railroad & Navigation Co. et al. The 
order entered in this proceeding on April 14, 1928, which was 
by its terms made effective June 15, 1928, on five days’ notice, 
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has been modified so that it will become effective June 30, 1928 

No. 19802, Armour & Co. et al. vs. Bangor & Aroostook et 
al. Complaint dismissed upon complainants’ request. 

No. 19539, Traffic Bureau, Chamber of Commerce (Lynch. 
burg, Va.) vs. Chesapeake & Ohio et al. Complaint dismisseq 
same having been satisfied. ; 

No. 20560, S. A. Ryan Motor Co. vs. Florida East Coast 
and No. 20878, Rubber Service Laboratories vs. New York Cen. 
tral et al. Complaints dismissed, same having been satisfieg. 

No. 19106, Beaman Elevator Co. vs. Chicago & North West. 
ern et al. The order entered in this proceeding on March 5 
1928, which was by its terms made effective May 5, 1928 on 
five days’ notice and subsequently modified so as to become 
effective on June 15, 1928, has been further modified so that 
it will become effective on July 15, 1928. 

No. 17719, Black Steel & Wire Co. vs. Santa Fe et al. This 
proceeding has been reopened for further hearing, at such 
times and places as the Commission shall hereafter designate, 

No. 20985, Clark and Henery Construction Co. vs. Southern 
Pacific et al. Complaint dismissed upon complainant’s request, 

Finance No. 5290, Deficit status of Rural Valley. Petition 
filed on behalf of Rural Valley (Cowanshannock Coal & Coke 
Co., owner and operator) for reconsideration and oral argy- 
ment, denied. 

No. 14898, Memphis Freight Bureau et al. vs. Alabama 
Great Southern et al., No. 16074, Crescent Bed Co. vs. Alabama 
& Vicksburg et al., and No. 17031, Florence Chamber of Com. 
merce vs. Louisville & Nashville et al. The effective dates of 
the orders hereinbefore entered in these proceedings, as subse- 
—~ postponed, have been further postponed to August 22, 

No. 16701, Federated Metals Corp. et al. vs. Pennsylvania et 
al. This proceeding has been reopened for further hearing, 
solely for purpose of determining the reasonableness of the 
rates on spelter by-products as described in the report and sal- 
ammoniac skimmings from Butler, Hulton, Parkview, Blavw. 
nox and South Greenburg, Pa., to Trenton, N. J. 

No. 15100, Depreciation Charges of Steam Railroad Con- 
panies. The seventh ordering paragraph of Commission’s order 
of November 2, 1926, in this proceeding as amended by order 
of May 2, 1927, has been further amended by eliminating there- 
from all reference to the latest date upon which operating 
steam railroad companies shall file with the Commission, esti- 
mates of composite percentage rates. 

Finance No. 6817, in the matter of the application of the 
Missouri-Kansas-Texas for authority to acquire control of St. 
Louis Southwestern and/or Kansas City Southern; and to issue 
capital stock. Kansas, Oklahoma & Gulf and Midland Valley 
permitted to intervene. 

No. 20912, Illinois Coal Traffic Bureau vs. Alton & Eastern 
et al. Chamber of Commerce of Fargo, N. D., permitted to in- 
tervene. 

No. 20917, Wisconsin Paper & Pulp Manufacturers’ Traffic 
Assn. vs. Chicago & North Western et al. Graham Paper Co. 
permitted to intervene. 

No. 20800, ‘Wisconsin Paper & Pulp Manufacturers’ Traffic 
Assn. vs. Chicago & North Western et al. Graham Paper Co. 
permitted to intervene. 

No. 20835, Gulf Refining Co. et al. vs. Abilene & Southern 
et al. Humble Oil & Refining Co. permitted to intervene. 

No. 21020, Traffic Bureau, Davenport Chamber of Commerce, 
et al vs. Alton & Eastern et al. Indiana Bituminous Coal Op- 
erators’ Assn. and Illinois Coal Traffic Bureau permitted to 
intervene. 

No. 20867, San Antonio Meat Co. et al. vs. Denver & Rio 
Grande Western et al. South St. Joseph Live Stock Exchange 
permitted to intervene. 

No. 18715, Baltimore Chamber of Commerce vs. Ann Arbor 
et al. Camden Industrial Traffic Club, Camden, N. J., permit- 
ted to intervene. 





FARRELL APPOINTMENT COMMENT 


Commenting on the appointment of Patrick J. Farrell as a 
member of the Commission, John E. Benton, general solicitor 
of the National .Association of Railroad and Utilities Commis- 
sioners, in a bulletin to members, said: 

His appointment now to “the greatest Commission on earth” 
ought to be an inspiration not only to the members of the Com- 
mission’s own organization, but to every departmental worker. 
He is not only an able lawyer, with a very exceptional knowl- 
edge of every branch of the Commission’s activities, but he is 
a tireless worker. Everybody who knows him will know that 
with him the inquiry will be for facts and authorities. Nobody 
can expect anything from the Commission by his vote except 


what the law gives. He will hew to the line, let the chips fall 
where they may. 


NICKEL PLATE STOCK 
In a second supplemental report in finance No. 2919, acqui- 
sition and stock issue by New York, Chicago & St. Louis Rail- 
road, the Commission, by division 4, has further modified its 
order to permit the applicant to use the proceeds of $3,378,500 
of common stock in reimbursement of its treasury pro tanto 
for capital expenditures heretofore made. 
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Current Topics 


in Washington 





Not Much Work in Washington This Week.—The line indi- 
cating productive effort on the part of government employes 
took a nose dive this week. Not only in Washington but every- 
where. It went lower this week than in the corresponding 
week of 1924. Radio broadcasting and radio reception have 
been increased in efficiency. It is hard for a human being to 
keep his mind on his work when the selection of a new boss 
is taking place a thousand miles away. A generation ago, when 
only telegraph operators had a smattering of instant informa- 
tion about a national convention the ordinary man in small 
cities and towns had to wait until the city newspapers arrived 
the next day before he could become warmed up over the 
developments far away. In those days reporting was so lacking 
in details that books about a convention could be sold. Imagine 
a man nowadays coming back from a convention to write a 
book for general circulation. He would have to pay the printer 
full commercial rates before he could get anything done toward 
getting out such a volume. Improved transportation developed 
the convention system of making nominations. Query: Will 
the improved means of communication be the death of the 
combination of circus day, Fourth of July celebration, cham- 
pionship baseball and prizefighting called a convention? Within 
twenty years there is reason to believe that the telephone, 
radio and television, the latter not yet being an exact science, 
will tend to make the gathering of delegates for the nomination 
of candidates unnecessary. At best a convention is expensive, 
in time and money, and frequently uncomfortable. Every con- 
vention is a tragedy for men the world never hears about. 
They are the small party workers who pay their expenses to 
a convention in the hope of making contacts which will do 
them good in the way of getting public employment. Such 
tragedies, now, perhaps, are fewer than, say, in 1884, before 
civil service reform. In that year an ardent Democrat in a 
small Ohio city went to the convention that nominated Grover 
Cleveland. When his candidate was elected Mike painted his 
overcoat crimson. For a week or ten days he celebrated. Then 
he came to Washington to cash in on his work for the party. 
After months of waiting he got a job as a laborer in one of 
the executive departments. At home he was more or less of 
a character, on terms of amiable familiarity with the town’s 
aristocracy, represented in Washington by a member of the 
House of Representatives, a comptroller in the treasury when 
the comptrollers were numbered up to the fifth or sixth, and 
other minor officials, for those were the days when the envious 
ones referred to Ohio, on account of its office-holding proclivi- 
ties as “the United States of Ohio.” In Washington there could 
not be such familiarity as “back home.” Mike could not go 
back home because he was getting old and his place “at the 
works” had been taken by a younger man. Hundreds of such 
men walked from one door to another of the convention hall 
in Kansas City, hoping to see a door-keeper who would let 
them in before the presidential nomination was made. It is 
never hard to get into a national convention, without a ticket, 
after the presidential candidate has been named. Convention 
hall in Kansas City was built for the 1900 Democratic conven- 
tion. It was in that structure that Webster Davis, who led a 
belated Republican bolt of one in that year, was put forward to 
second the nomination of William J. Bryan. He was a silver- 
tongued orator, who, in the 1896 campaign, had made fun of 
Bryan by referring to him as William J. Brennings. Davis 
made a fine speech seconding the nomination until he came 
to the climax, when he forgot that he had turned Democrat 
and seconded the nomination of William J. Brennings. It is 
also recalled that in that hall Woodrow Wilson made a speech 
for the ratification of the League of Nations treaty on his trip 
through the west that ended in his fatal illness and that there 
Warren G. Harding made a speech on his way to Alaska, which 
trip ended in his death in California on his way back to 
Washington. 





How the Government Saves—The government’s annual 
business meeting was held this week. That’s the party the 
President and the Director of the Budget give to the admin- 
istrative officers of the government to tell them how much they 
have saved by expedients that are observed in every well regu- 
lated household that is making provision for keeping out of 
the poorhouse. This year President Coolidge made his speech 
as usual. So did General H. M. Lord, the army officer detailed 
to remove the swelling from the heads of officials when they 
make their estimates as to the amount of money they should 
spend for the welfare of the country. The President called 
attention to the fact that last year the expenses of the govern- 
ment were more than $2,000,000,000 less than like expenses in 
1921, the latter being the last year free from Budget control. 
General Lord repeated the assertion that the government spends 
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approximately $200,000,000 a year for the transportation of 
personnel and freight. He said that by revolutionizing its 
traffic methods the government achieved a continuing annual 
saving of $1,000,000. Further, he asserted that in connection 
with aviation activities in Texas the Quartermaster-General of 
the army recently made switching agreements that would save 
$375,000 the first year and that from 1925 to 1927 that officer 
also had saved $1,612,793 in the handling of gasoline, fuel, lubri- 
cating oils, and helium. 





Mosquitoes, Black Flies and No-see-ums.—The man willing 
to take the joy out of vacations has been abroad enumerating 
some of the pests he says President Coolidge will encounter 
when he goes fishing for the fish the joykiller says are not to 
be found in the Bois Brule River, which is the name the older 
maps give the stream. That seems a more logical name than 
plain Brule. A man can understand Burnt Woods River. It 
is more logical than just plain Burnt River. While the mos- 
quitoes and black flies are bad, according to the catalogue of 
horrors the joykiller exhibits, his declaration is that the no- 
see-ums, little black things that dig in as they light upon one, 
are the things to be dreaded. They are also found in the 
mountains of northeastern Pennsylvania, but the Wisconsin ones 
are held up as worse than the insects of Pennsylvania, Which are 
called punkies. Seemingly, distance, in this case, adds poison 
to the view rather than enchantment. The Finns and other 
workers in the region to which the Indians and the French 
gave place namés, apparently, gave the insects the name that 
describes the unseen pestilence that flieth by day and resteth 
not at night. But if Calvin Coolidge is thinking, as many be- 
lieve, of doing what he can, by his presence, to “redeem” the 
Republicanism of Wisconsin as he did last year for the Repub- 
licanism of North Dakota, why, it might be asked, should there 
be thought of anything even twice as bad as the no-see-um 
plague. Boils broke Job’s patience. Calvin Coolidge has had 
many things but not boils. There is nothing in his history to 
warrant even a suspicion that the no-see-ums will make him 
lose his Congregationalism and say “Consarn it all.” 





Home Grown Real Farm Relief.—In 1927, according to fig- 
ures made public by the Department of Commerce, the produc- 
tion of farm machinery fell to $459,912,000, the figure for 1926 
being $461,399,000. Stopping there one might infer that the 
condition of the American farmer was less favorable in 1927 
than in 1926. Stopping short when a figure seems to give one 
the result desired is one of the ways of propaganda. But it 
appears that in 1927, the American farmer bought $390,583,000 
worth of farm machinery as compared with $364,751,000 in 1926 
and $340,271,000 in 1925. Seemingly, it was the foreign farmer 
whose decreased buying, in the American market at least, made 
1927 less comfortable for the manufacturer than the year before. 
As to what some of the figures gathered by Mr. Hoover’s men 
may mean, read the following from their bulletin on the subject: 


Although the production in 1927 represents decreases in many’ 
items, some of the items which show increases over the 1926 pro- 
duction are: Moldboard plows, sulky and tractors; two-way plows; 
5-disk and larger tractor plows; soil pulverizers and packers; grain 
drills; lime spreaders; combines (harvester-thresher); potato-digging 
machines; hay rakes, sulky and side-delivery; hay loaders; ensilage 
cutters (silo fillers); corn shellers; tractors; lawn mowers; spray 
pumps. 

The large increases in the output of combines (harvester-thresher) 
and tractors in 1927 over pervious years are indications of the trend 
of agriculture toward the abandonment of antiquated farm machinery 
and the adoption of more modern labor-saving devices. The number 
of combines (harvester-thresher) manufactured increased from 5,131 
in 1925 to 11,760 in 1926 and 18,307 in 1927, and the output of tractors 
increased from 167,553 in 1925 to 181,995 in 1926 and 200,504 in 1927. 


Seemingly, American farmers, last year, bought machinery 
with which to cut production costs. That, it might be sug- 
gested, is real, not legislative, relief. 





What’s an Examiner’s Duty?—At one of the dinners of the 
Commission examiners, the interlocutor asked the end man as 
to what the chief duty of an examiner might be. The gist of 
the answer was that, as he valued his official neck, it was to 
keep the Commission straight. The proposed report of Exam- 
iner T. P. Wilson, in No. 19899, Armour & Co. (Illinois) vs. 
Santa Fe et al., elsewhere in this issue, suggests that Wilson 
at the dinner at which that colloquy took place must have been 
an open-eyed and open-eared guest. In his report he has not 
hesitated to point out the bad effect the Commission’s decision 
in the Morrell case had upon the shippers of meats not having 
the benefit of the combination based on Chicago. There have 
been decisions the effect of which was to cause the rates of 
shippers not in the case to bear higher rates. In such cases, 
however, the Commission seems to be fully aware of the un- 
pleasant things it is causing to happen to such shippers. In 
the Morrell case, seemingly, no one, in advance, figured out that 
what took place would happen. The indirect results of many 
cases’ cause great pain. But memory does not now bring for- 
ward a case in which an examiner of the Commission has been 
constrained to recommend that reparation be awarded on ac- 
count of the damage coming to shippers as the direct result 
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of the railroads making literal compliance with the Commis- 
sion’s decision. In this case, the carriers, if the Wilson report 
is approved, will have to refund down to the basis of the sub- 
sequently reduced rates, although they complied with the 
Commission’s decision. The maladjustment continued for about 
a year. In arguments on the question as to whether the Com- 
mission should award reparation on account of a finding of 
unreasonableness as to rates approved or left undisturbed by 
the Commission in an earlier case the point has been made 
that the duty of maintaining reasonable rates is a continuing 
one imposed by the statute; that is to say, a carrier is not 
relieved from the duty simply because, at one time or another, 
the Commission has approved or refused to disturb the rate 
or rates in question. In the case handled by Examiner Wilson 
the ill affect of the Morrell decision was alleged soon after 
the decision was announced. Either the Commission or the 
railroads could have acted. The statute, however, as has been 
contended in many cases, still makes it the duty of the carriers 
to establish reasonable rates and nowhere compels them to 
wait for the removal of a maladjustment by act of the Com- 
mission.—A. E. H. 


HOCH-SMITH COTTONSEED 


Hearing in docket 17000, part 8, cottonseed, its products 
and related articles, began at Chicago before Examiners Money 
and Esch, June 14. The procedure, as outlined at the opening, 
was for the presentation of complainant’s testimony in the 
formal cases first, to be followed by the Transcontinental car- 
riers, after which the Western Trunk Line carriers were to 
present their testimony with respect to rates and practices 
within that territory and between that and Central Freight 
Association territory. 

Counsel for the Transcontinental carriers said that their 
proposals were “practically nil” and that they would have very 
little testimony. They expect to defend the present rates and 
practices, he said. It was estimated that the western carriers 
would require from two to three days for the presentation of 
their evidence. 

Prior to the presentation of the testimony in the formal 
cases, short statements supplementary to testimony previously 
presented were made by Lee Kuempel, assistant traffic man- 
ager, Minneapolis Traffic Association, and P. G. Safford, assist- 
ant general freight agent, Cotton Belt. 

Mr. Safford said that the carriers proposed to apply the 
same basis to and from southwestern Missouri as was proposed 
to govern northeastern Arkansas at the hearing at Fort Worth. 

Mr. Kuempel said that his testimony was supplementary 
to that introduced by Frank B. Townsend, director of his organ- 
ization, at the Minneapolis hearing. He testified as to the 
production of flaxseed in the country, by years, receipts at 
Minneapolis and Duluth and other matters. He said that 85 
per cent of the production of the country came into the Min- 
neapolis and Duluth markets. 

The position of the complainant in docket 20596, Armour 
& Company and others against the A. & S. and others, as pre- 
sented by W. W. Manker, Armour & Company, was that the 
carriers had erred in not making the rates published in response 
to the Commission’s order in docket 14150, subject to the 
existing transit privileges. He explained that the carriers had 
met the order by publishing a new set of rates on vegetable 
oils, including cottonseed oil, but had not made them subject 
to the existing practices with reference to transit. It was his 
contention that the Commission’s order indicated that that was 
contrary to its intention. He said the result of the publication 
of those tariffs was that there were two sets of rates, the 
carriers not having canceled out the old set, and that in some 
instances it was necessary for the complainants to ship at the 
old rates. He held that the complainant was unlawfully in- 
jured to the extent that the new rates exceeded the old. 

Similar testimony was introduced by Gilbert Ford, of Swift 
& Company, in docket 21010, the two cases being alike. He 
adopted the testimony of Mr. Manker. 


Testimony was also introduced by Mr. Ford and John R.* 


Baker, of Armour & Company, with reference to docket 20108 
and Sub. 1, which involve rates on inedible tallow, carloads. 
“It is the view of the people I represent that there is no 
question here involved or raised as to the reasonableness of 
the rates,” Mr. Baker said. “The only question is whether or 
not the basis found reasonable from points in southwestern 
territory to Chicago and between points in southwestern ter- 
ritory shall be extended retroactively to Cincinnati, O., Jeffer- 
sonville, Ind., and other points.” 
: The hearing was expected to last approximately a week. 


PORT CHARGES CASE 


The Trafic World Washington Bureau 


In a brief on behalf of the Illinois Central system, in No. 
12681, in recharges for wharfage, handling, storage, and other 
accessorial services at south Atlantic and Gulf ports, it is 
submitted that neither the practices nor the charges of the 
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Illinois Central system, respecting import and export traffic 
have been shown to be in violation of any provision of the 
interstate commerce act and that the proceeding shoulq be 
discontinued, in so far as that system is concerned. In pay 
the brief says: j 


We respectfully but earnestly submit that there is no Obligatio 
on the part of the Illinois Central System to change its practices - 
specting the handling of export and import traffic or its charges for 
terminal services rendered that traffic in such a way as to insure the 
owners of privately owned and operated terminals at ports other thes 
New Orleans and Gulfport, a profit upon the operation of their rn 
minals. The Illinois Central System expects to pay in the future, 
it has in the past, a reasonable charge when it makes use of "the 
facilities at New Orleans other than the facilities owned by it, but jt 
does not see how it could be compelled even if there were privatgj, 
owned and operated terminals at New Orleans to base the amount of 
its payments solely upon the financial operations and financial neces. 
sities of such privately owned and operated terminals. Nor would jt 
expect that in order that this might be brought about that it coulg be 
required to change the whole method of the publication of its charges 
applying on export and import traffic and, in short, to reconstruct its 
entire fabric of rates applying on that traffic. The Commission ang 


«the courts have repeatedly held that the Commission has no powe; 


to equalize by readjustment in freight rates, the economic conditions 
in an industry. ... 

By a parity of reasoning, we cannot see how it can have the 
power to require the carriers on whose behalf this brief is written to 
change their practices, to separate their shipside rates in two parts 
one to cover the linehaul charge and the other the charge for the 
terminal services, make the charge for the terminal services depend. 
ent upon the operation and financial necessities of privately owned 
and operated terminals, and all this, not because of any practices 
or charges of the Illinois Central System that are in violation of the 
interstate commerce act, but with a view of insuring a profit to the 
operators of these privately owned and operated terminals. 


John Nicolson, director of the bureau of traffic of the Ship. 
ping Board, in a memorandum on behalf of the board, said jt 
might well be “that the Commission, quite independently o; 
the broader question relative to terminal charges generally, 
would consider whether railroads operating rail water terminals 
should not be required by law, as a matter of proper financial 
administration, to include compensatory charges for the use 
of such terminals; and, also compel the quotation of its rates 
in form which would leave interior shippers along its line free 
to use a water terminal at the port other than that of the 
railroad furnishing the line haul, without having to pay twice 
for terminal services.” 


Mr. Nicolson said it was claimed that if railroads were re. 
quired to separate their terminal charges from their line-haul 
rate, that would necessarily result in breaking down the rate 
structure that had been developed in recent years, involving 
parity of rates between interior points and competing ports. 
Continuing, he said: 


This contention is not sound. The interests of competing ports 
involve only an equality in the total traffic charge between a point 
in the interior and two or more ports competing for the traffic. A 
railroad having its terminal, say, at Mobile, may quote $1 on a rail- 
and-water shipment, and another railroad having its terminal, say, at 
Savannah, may'quote the same rate for the same shipment. The cost 
of the terminal service at Mobile may in fact be, say, 20 per cent of 
the total rate, while the cost of the terminal service at Savannah may 
be, say, 15 per cent of the total rate; this does not affect the parity 
of rates between such ports, for the total rate quoted is the same in 
both cases and the shipper is interested only in his total cost; hence 
neither the interests of the ports nor the rights of the railroad would 
be affected by requiring the quotation to show what the terminal 
charges are, apart from the line-haul rate. 

It is recognized the computation of the actual cost of items of 
terminal services is complex and difficult. Granted, however, that the 
charges fixed by tariffs for such services are reasonable and proper, it 
is difficult to understand the contention that the segregation of such 
charges from the line-haul rate is not practicable; it is difficult to 
understand, simply because it is frequently done. 





REDUCED FARES TO BRULE 


Western Passenger Association lines have been given sixth 
section permission, by the Commission, to establish, on less 
than statutory notice, reduced round-trip passenger fares from 
all points in the territory covered by that association to Brule 
and Winne Boujou, Wis., for the benefit of the travelers to and 
from the vicinity of President Coolidge’s summer home. 

G. J. Maguire, chairman of the association, asked permission 
to establish round trip season limit summer tourist fares on the 
same basis as applied to other Wisconsin destinations. In his 
application Mr: Maguire asserted, without qualification, “there 
will be heavy travel to that point.” He was then speaking only 
of Brule, a station on the Northern Pacific. He also asked per- 
mission to establish like fares to Winne Boujou, a point on the 
Soo Line not far from Brule. 

The fares will be on the basis of approximately 80 per 
cent of the double one-way fares. Typical fares will be from 
and back to Chicago, $26.60; St. Louis, $41.50; Milwaukee, 
$22.50, and Kansas City, via St. Paul, $37.40. 

Inasmuch as Brule is not a recognized summer resort to 
which many people travel every year the railroads were caught, 
when the President announced his summer home site, without 
the line of fares the roads in that territory endeavor to have 
on file to and from every resort to which any considerable 
number of persons travel in the summer. They therefore had 
to ask for permission to establish such rates on a few days’ 
notice instead of the 30 days’ notice required by law. 
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Decisions of Interstate Commerce Commission 


DEMURRAGE ON CEMENT 


In No. 19338, John Wroe vs. Louisville & Nashville, the 
Commission, by division 3, has dismissed the complaint on a 
finding that demurrage charges collected for the detention at 
Walton, Ky., of 32 carloads of cement shipped from Ironton, O., 
were applicable. The report said that complainant contended 
that, as he received no written notice of arrival, there was no 
constructive placement and demurrage charges collected for 
detention of the cars prior to their actual placement at com- 
plainant’s cement storage shed alongside defendant’s delivery 
track, were illegal. He sought reparation in the sum of $958. 
The cars in issue were held for unloading on defendant’s tracks 
in close proximity to the shed because the storage shed was 
full, according to the report. Complainant’s representatives, 
said the Commission, were notified orally by defendant’s agent 
of the daily arrival and accumulation of the cars at Walton, and 
they not only examined defendant’s records of car arrivals and 
kept a daily record themselves, but actually saw the cars on the 
tracks. 

“Complainant agreed orally that it would not be necessary 
for defendant to give written notice and made no objection to 
the method of giving such notice prior to the filing of this com- 
plaint,” said the Commission. 

The Commission concluded that, under section C of rule 4 
of the applicable demurrage tariffs, the delivery of the ship- 
ments on the tracks as indicated constituted a legal notification 
to the consignee. The tracks on which the shipments were 
held, said the Commission, came within the definition of “other- 
than-public-delivery track.” 


CANNED VEGETABLE RATES 


The Commission, by division 2, in No. 15928, Lobman, Moog 
& Co. et al. vs. Chicago, Milwaukee & St. Paul et al., in a 
report on further consideration written by Commissioner Aitchi- 
son, has modified, effective July 18, the rates and relationships 
prescribed in the former report, 140 I. C. C. 259, on canned 
vegetables, in carloads, from Milwaukee and other Wisconsin 
points to Montgomery, Ala. In the former report the Commis- 
sion found unreasonable the rates from the Wisconsin points 
to Montgomery to the extent they might exceed 71 cents from 
Milwaukee, 84 cents from Chetek, Wis., and 79 cents from the 
other Wisconsin points named in the former report. 


In addition the Commission found the rates unduly preju- 
dicial to Montgomery and preferential of Meridian, Miss., and 
Mobile, Ala., and required the carriers to readjust the rates to 
Montgomery to a basis not more than 2 cents over Meridian 
nor less than 5 cents under Mobile. That adjustment, Mr. 
Aitchison said, was made to harmonize with Mobile Chamber 
of Commerce vs. A. & V., 129 I. C. C. 147, in which division 3 
prescribed, on canned goods, from New Orleans, La., and Mobile, 
to destinations in southern territory the new seventh class re- 
cently prescribed by the Commission between the same points. 

This report says the previous report was in error in its 
statement as to the seventh class rate which would result from 
the application of the same basis from Milwaukee to the three 
destinations here concerned. The new finding is that the rates 
to Montgomery are and for the future will be unreasonable 
to the extent they exceed or may exceed 70 cents from Mil- 
waukee, 83 cents from Chetek and 78 cents from the other 
Wisconsin points involved. It further finds that the rates 
assailed are and for the future will be unduly prejudicial to 
Montgomery to the extent they exceed or may exceed the rates 
to Meridian by more than one cent, and unduly preferential of 
Mobile to the extent that the rates to Mobile are or may be 
less than 5 cents over the contemporaneous rates to Mont- 
gomery. 


KALBAUGH COAL CASE 


In a report written by Chairman Campbell, in No. 17630, 
Kalbaugh Coal Company, Inc., vs. Atlantic City Railroad Com- 
pany et al., the Commission, by division 3, has come to the 
conclusion that there should be no distinction, in rates, on 
bituminous coal from mines in the Cumberland-Piedmont dis- 
trict, to tidewater, for transshipment and to eastern destina- 
tions. It has found the rates under attack, those from Upper- 
Potomac-George’s Creek part of the Cumberland-Piedmont dis- 
trict not unreasonable or otherwise unlawful and dismissed 
the complaint. 

The mines of the complainant are among the few on the 
eastern slope of the Allegheny mountains. The complaint al- 


leged the rates were not only unjust and unreasonable but un- 
justly discriminatory and unduly prejudicial in comparison with 


the rates from the New River, Pocahontas, Meyersdale, Fair- 
mont and Clearfield districts to the same destinations. 

As stated by Chairman Campbell the principal issue before 
the Commission was whether the maintenance of the same 
rates from the mines east of the mountains as were contem- 
poraneously maintained from mines in the same district west 
of the mountains and in the Meyersdale and Clearfield districts 
was unduly prejudicial. Complainant, he said, contended that 
geographically the Cumberland-Piedmont district might be di- 
vided into two rate groups as the dividing line was an area 
about 45 miles wide between the eastern and western slopes 
devoid of coal. The railroads, Mr. Campbell said, called atten- 
tion to the fact that areas which were barren of coal were not 
uncommon in most coal districts. The complainant showed 
that transportation conditions from Cumberland, Md., eastward 
were more favorable than from points at which the mines al- 
leged.to be preferred were located. Eastbound there were said 
to be no difficult grades against the load while from the mines 
on the western slope of the mountains the Baltimore & Ohio 
encountered a ruling grade of 2.84 per cent against the load. 

Chairman Campbell said the reasonableness of the rates 
assailed was determined in Eastern Bituminous Coal Investiga- 
tion, 140 I. C. C. 8. That case also covered rates from the 
districts alleged to be preferred in the adjustment, upon a 
much more complete and comprehensive record than the one in 
this case. The railroads opposed disruption of the adjustment 
as among the origin groups. The report said a history of the 
rates showed that they had been controlled for many years, 
as to their level, by carrier competition and the origin group- 
ings, by the character of the coal produced and that the ele- 
ment of distance had been, to a large extent, disregarded. 
Calling attention to a difference of 23 miles in the average 
distances, the report said that if that difference in average 
distances were deemed sufficient to warrant a difference in 
rates from the Upper Potomac George’s Creek field, a disrup- 
tion of the present and long-standing parity between the Clear- 
field and the Cumberland-Piedmont-Meyersdale districts would 
also seem to be warranted, except to Baltimore and near-by 
and intermediate points. Mr. Campbell said that nothing in 
this record warranted conclusions differing from those in the 
Eastern Bituminous Coal Investigation. 

Complainant asked, if its contention in respect of the rates 
to the eastern destinations was not sustained, that it be given 
the same rate from its mines to Pittsburgh, Pa., as was con- 
temporaneously maintained to the same destination from the 
Meyersdale-Somerset district. At present the rate from the 
Upper Potomac-George’s Creek field is 50 cents over the Meyers- 
dale-Somerset field, to Pittsburgh. To points in central terri- 
tory, the report said, the rates were the same. The Commis- 
sion said the record failed to show the average distance to 
Pittsburgh from the Meyersdale-Somerset field and the Cum- 
berland-Piedmont district, of which the Upper Potomac-George’s 
Creek field is a part and it could not determine the reasonable- 
ness of the rate from the Cumberland-Piedmont district to 
Pittsburgh without a showing of the average distances from 
both districts. Because of the inadequacy of the record, the 
Commission said it would make no finding with respect to the 
rate to Pittsburgh. 


JOINT RATE CANCELLATION CASE 


A finding of non-justification has been made in I. and S. 
No. 3018 class and commodity rates between points in North 
Dakota, including Graceville, Minn., and points in North Da- 
kota, Minnesota, South Dakota and Montana, as to the proposed 
cancellation of joint class and commodity rates between Fargo, 
Wahpeton, Grand Forks, Casselton, N. D., and Graceville, Minn., 
on the one hand, and points in Minnesota, the Dakotas, and 
Montana on the Soo Line, on the other. The Commission, by 
division 3, in a report written by Commissioner Aitchison, 
found the defense of the carriers not sufficient, ordered the 
cancellation of the suspended schedules and discontinued the 
proceeding. 

The respondents, according to the report, undertook to just- 
ify their proposal on the necessity of compliance with the 
order of the North Dakota commission to remove discrimina- 
tion it found as between Fargo and Jamestown, N. D. Another 
ground urged was that the tonnage that was expected to result 
for the Soo Line by reason of the establishment of joint rates 
did not materialize, hence the desire of the Soo Line to with- 
draw from them. Commissioner Aitchison said that probably 
90 per cent of the business moving on the joint rates was in- 
trastate. The level of intrastate rates in North Dakota, he 
said, was higher than the interstate level. 

The proposal brought in the question of the proper level of 
class rates in the near northwest to such an extent that the 
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Commission made that question the controlling one in the dis- 
position of this case. On that point, the culminating one, the 
Commission said: 


With the exception of the rates to and from the Montana points, 
all of the class rates affected by this suspension form part of the 
adjustment now being reviewed in the pending investigation of 
western trunk-line class rates. The present rate structure is of 
long standing, jobbing business has grown up under it, and, pending 
the outcome of the investigation into conditions now under way, it 
should not be altered without adequate cause. Respondents admit 
that the changes can not be justified because they are in need of 
the added revenue which might be yielded. They ground their show- 
ing upon the necessity of complying with the order of the North 
Dakota commission requiring the removal of discrimination between 
Jamestown and Fargo over one route. The proposed revision ad- 
mittedly goes far beyond the requirements of that order. Respond- 
ents could have complied by less drastic and extensive proposals. 
The suspended adjustment, which would bring about radical depar- 
tures from the existing basis and would probably be greatly changed, 
if not entirely abandoned, when decision is rendered in the investiga- 
tion now being conducted, can not be approved. Some of the present 
interstate rates appear low in comparison with other interline rates 
in the same territory and with the Fargo scale. On the other hand, 
the increases to the interline basis generally in effect in this terri- 
tory would result in rates materially higher than those for single- 
line hauls of similar length. The record is too incomplete to enable 
us to determine the reasonable maximum level or levels of rates which 
should be applied in the territory embraced in the proposed readjust- 


ment. 
DEMURRAGE ON COAL 


In No. 18856, Pocahontas Fuel Co., Inc., vs. Virginian, the 
Commission, by division 2, has dismissed the complaint on a 
finding that demurrage charges assessed on shipments of coal 
from West Virginia mines to Sewalls Point, Va., for transship- 
ment by vessels, in 1923 and 1924, were not unreasonable or 
illegal. The report said the shipments involved were consigned 
to Sewalls Point for transshipment to vessels and that when 
they arrived at defendant’s South Branch yard, 12 miles west 
of Sewalls Point, notice of arrival at Sewalls Point was sent 
complainant, and after the free time provided for in the tariff 
had expired, defendant assessed demurrage until the coal was 
dumped into vessels. 

Complainant claimed that defendant’s tariff provided that no 
demurrage would accrue until after the arrival of cars at Sewalls 
Point, and that defendant could not treat cars held at South Branch 
yard as having arrived at Sewalls Point, and assess demurrage 
as was done. The Commission, after discussing the testimony, 
said it was evident that South Branch yard was considered as 
being within the term Sewalls Point, and that notice of arrival 
of cars at that yard was accepted by shippers of coal, includ- 
ing complainant, as a compliance with the provision of the tariff 
governing demurrage charges. It said there was no instance 
of delay in dumping coal held at South Branch yard into ves- 
sels at Sewalls Point and consequently complainant was not 
damaged. 

The Commission said the principle involved was quite himi- 
lar to the facts in Berwind-White Coal Mining Co. vs. Chicago 
& Erie, 235 U. S. 371, where the complainant therein contended 
that demurrage could not accrue at Hammond, Ind., a point 
within the Chicago switching district, on cars of coal shipped 
from West Virginia to Chicago, IIl., there to be reconsigned. In 
that case the court said: 


Conceding that a tariff concerning demurrage was filed, it is 
insisted it only authorized demurrage at destination, and the cars 
never reached that destination, but were held at a place outside of 
Chicago. The facts are these: The storage tracks of cars billed to 
Chicago for reconsignment were at Hammond, Ind., a considerable 
distance from the terminals of the company nearer the center of 
the city, but were convenient to the Belt Line by which cars could 
be transferred to any desired new district, and the holding on such 
tracks of cars consigned as were those in question was in accord- 
ance with the practice which had existed for more than 20 years. 
Under the circumstances the contention is wholly wanting in founda- 
tion as in fact to be frivolous. 


“Notice as sent to complainant was a substantial compliance 
with the tariff governing the movement,” said the Commission. 


BLUEFIELD COAL RATES 


The Commission, by division 3, in No. 17400, Appalachian 
Power Co. et al. vs. Norfolk & Western, has found that the de- 
fendant has been overcharging shipments of bituminous coal, 
from the shorter distance mines in the Pocahontas, Tug River 
and Thacker districts in West Virginia and Clinch Valley dis- 
tricts Nos.1 and 2 in Virginia to Bluefield, Va., and Bluefield, 
W. Va., and directed the refund of overcharges. It found the 
rates not unreasonable and dismissed the complaint. 

After the hearing in this case was held the defendant estab- 
lished a rate of $1.35 on slack coal from all the districts men- 
tioned except Thacker and Clinch Valley No. 2 to Glen Lyn, 
Va., the receiving and shipping point of the power company. 
In consideration of that fact the power company, the report 
said, withdrew as a complainant. Glen Lyn rates, therefore, 
were out of the case. 

The same specific rates, the report said, were maintained 
from the Pocahontas, Tug River and Clinch Valley No. 1 dis- 
tricts to the two Bluefields. Thacker and Clinch Valley No. 2 
take higher rates to them. Alternating against the specific 
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rates, the report said, the defendant maintained distance rate, 
The Norfolk & Western claimed that distance scale No. 2 was 
applicable only intrastate in West Virginia. As the coal fo, 
Bluefield, Va., three miles from Bluefield, W. Va., is hauleq to 
the Virginia Bluefield, the shipments to Bluefield, W. Va., are 
interstate. 

The Commission found that the No. 2 scale rates applieg 
to interstate shipments as well as intrastate traffic and foung 
that overcharges had been made. In disposing of the case, the 
Commission said: 


The rate of $1.35 on slack coal from the Pocahontas, Tug River 
and Clinch Valley No. 1 districts to Glen Lyn voluntarily establisheg 
on April 20, 1927, resulted in a reduction of 41 cents from the previous 
rate of $1.76. The $1.35 rate was blanketed back to Lime Stone 
Crusher Co., W. Va. No change was made in the rates on any 
kind of coal from the Thacker, Kenova or Clinch Valley No, 2 
districts. As the reduction was made subsequent to the hearing 
there is no evidence of record to show whether a differential of 4] 
cents between the rates on slack and other coals is justified. In the 
absence of such evidence the establishment of the $1.35 rate on slack 
coal can not be accepted as proof that the rates on other coals are 
unreasonable. In Southwestern Coal Operators’ Assn. vs. A. W. Ry, 
Co., 89 I. C. C. 73, we prescribed rates on slack coal 40 and 65 cents 
lower than the rates on lump coal. 

In view of the facts that the record indicates that complainants’ 
principal, if not sole, interest is in the rates on coal other than slack 
coal, the reasonableness of maintaining the same rate on slack coal to 
Bluefield, Va., and W. Va., as is maintained to Glen Lyn will not be 
determined on the present record. 

We find that the applicable rates were not and are not unrea- 
sonable. Overcharges sheuld promptly be refunded. The complaint 
will be dismissed. 


RATES ON DUMP CARS, ETC. 


An order of reparation has been entered by the Commission 
in No. 19038, Compania Constructora Richardson, S. A., ys, 
Los Angeles & Salt Lake et al., on a finding by division 4 that 
rates on dump cars, flat cars and contractors’ outfits, carloads, 
from Spadra and Diamond Spur, Calif., to Nogales, Ariz., for 
export to Mexico, were unreasonable. Rates on shipments from 
Bay Point, Calif., were found not unreasonable for the past. 

Complainant assailed the class A factors to Nogales of 
$1.645 from Bay Point and $1.615 from Spadra. Spadra and 
Diamond Bar Spur take the same rates. The report said a rate 
of $1.51 was charged on one shipment from Spadra, but that 
in view of the findings collection of the existing undercharge 
might be waived. The Commission found that the rate assailed 
of $1.645 was not unreasonable, but that the rate assailed of 
$1.615 was unreasonable to the extent it exceeded $1.09. It fur- 
ther found the rates assailed for the future would be unrea- 
sonable to the extent that they exceeded or might exceeed $1.54 
from Bay Point and $1.04 from Spadra and Diamond Bar Spur. 
No order for the future was entered, but defendants said the 
Commission would be expected to establish the later rates when 
the rates prescribed in Arizona Corporation Commission vs. 
A. E., 113 I. C. C. 52, 142 I. C. C. 61, were established. Com- 
missioner Eastman, dissenting, said: 





In my judgment both of the rates attacked were and are un- 
reasonable. The majority have given no consideration to the fact that 
these were rates applicable to portions of much longer total hauls. 
Complainant should have had and for the future should have the 
benefit of proportional rates about 15 per cent lower than reasonable 
local rates. I would find the rates unreasonable in the past to the 
extent that they exceeded $1.38 and 93 cents, respectively, and un- 
reasonable for the future to the extent that they may exceed $1.31 
and 88 cents, respectively. 


RATE ON GLASS BOTTLES 
An order awarding reparation has been entered in No. 
20073, F. E. Reed Glass Company vs. Erie et al., the Commis- 
sion, by division 4, finding that the fifth-class rate of 33.5 cents 
charged on six carloads of glass bottles shipped in March, 1924, 
from Rochester, N. Y., to Millis, Mass., was unreasonable to 


the extent it exceeded 28.5 cents, a subsequently established 
rate. 


RATES ON CRUSHED STONE 


In No. 19832, DeKalb White Marble Co., Inc., vs. New York 
Central et al., the Commission, by division 4, has found that 
complainant is entitled to reparation by reason of the fact that 
rates on crushed stone from DeKalb Junction, N. Y., were un- 
reasonable to the extent they exceeded $3.83 per ton of 2,000 
pounds, to Cleveland, O., $4.21 to Gypsum and Toledo, O., and 
Detroit, Mich., and $5.40 to Chicago, Ill. Charges were col- 
lected at the applicable joint rates of $5.80 to Chicago, and 
$4.60 to the other destinations named, minimum weight, marked 
capacity of car. Effective July 1, 1926, the rates, minimum 
60,000 pounds, to the basis of which reparation is to be made, 
were established. 


CORRECTED DIVISIONS ORDER 

The Commission, by division 4, has put out a corrected or- 
der in No. 13546, Kanawha Black Band Coal Co. et al. vs. Chesa- 
peake & Ohio et al., which makes certain what it intended to 
accomplish by means of the order issued in connection with the 
report, on further hearing, dated May 1, 1928, namely, the pre- 
scription of a division of 29 cents per long ton on bituminous 
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the Kanawha Central from mines on its line to destina- 
he Chesapeake & Ohio and its connections, retro- 
uly 13, 1923, without per diem from the short line. 
1 order failed to follow the finding that the division 
should be made retroactive to July 13, 1923. The 
The cor- 


coal for 
tions on t 
active to J 
The origina 


of 29 cents ii ” 
original order also spoke of “this case being at issue. 


rected order speaks of “these cases being at issue.” 


COAL COMPLAINT DISMISSED 


In a report by division 3 in No. 18682, Tennessee Electric 
power Co. VS. Nashville, Chattanooga & St. Louis, the Commis- 
sion has dismissed the complaint on a finding that the applicable 
rate of $1.02 per net ton charged on coal from Cartwright, Tenn., 
to Ladds, Tenn., via Bridgeport, Ala., shipped on and after 
August 14, 1924, was not and is not unreasonable. 


RATES ON EXCELSIOR 


In No. 19248, Hallsboro Manufacturing Co. vs. Southern et 
al., the Commission, by division 3, has found that the rates on 
excelsior, carloads, from Hallsboro, Va., to New York, N. Y. 
were, are and for the future will be unreasonable to the extent 
they exceeded, exceed or may exceed 27 cents per 100 pounds, 
and that complainant is entitled to reparation. The rate for the 
future is to be established on or before July 20. 


RATE ON WROUGHT PIPE 


An order of dismissal has been entered in No. 20088, South 
Chester Tube Co. vs. Santa Fe et al., the Commission, by division 
4, finding not unreasonable the rail-water-and-rail rate applicable 
on wrought pipe, iron or steel, carloads, from Chester, Pa., to 
Spearman, Tex., that moved between June 9 and September 17, 
1926. The report said that on shipments via the port of Hous- 
ton the applicable rate of $1.09 was charged; that on shipments 
via the port of Galveston, a rate of $1.1075 was charged but that 
the rate of $1.09 was applicable and that defendants were willing 
to refund the resulting overcharge. 


RATES ON SALMON 

The Commission, by division 3, has dismissed the complaint 
in No. 19278, Northern Products Corporation et al. vs. Southern 
Pacific et al., on a finding that rates on mild cured salmon, car- 
loads, from points on the Pacific coast to destinations on the 
Atlantic coast were not and are not unreasonable, unjustly dis- 
criminatory or unduly prejudicial. 

Complainants alleged the rates of $1.50, minimum 30,000 
pounds, and $1.28, minimum 50,000 pounds, charged by defend- 
ants on numerous carloads of mild cured salmon, both export 
and domestic, made in 1924, 1925 and 1926, from and to the 
points indicated had been and were unreasonable, unjustly dis- 
criminatory and unduly prejudicial. They alleged the assailed 
rates were unreasonable to the extent they exceeded the con- 
temporaneous domestic rate of $1.05 and the export rate of 80 
cents, minimum 60,000 pounds, on canned goods in carloads from 
and to the same points. 


CRUDE GLYCERINE RATES 


The Commission, by division 3, in No. 19223, Lever Broth- 
ers Company vs. Boston & Albany et al., has found not unrea- 
sonable the rates on crude glycerine (concentrated spent lye), 
carloads, from East Cambridge and Boston, Mass., to destina- 
tions in New York, New Jersey, Pennsylvania and Delaware 
but that the rates thereon charged prior to August 23, 1926, 
were inapplicable and awarded reparation on account of that 
inapplicability. The complaint alleged that the rates, since 
August 2, 1923, had been unreasonable and unlawful in viola- 
tion of sections 1 and 6 of the interstate commerce act. Fifth 
class rates were applied on shipments variously described. The 
Commission said the questions for determination were: Did 
the description “spent lye” contained in defendants’ exceptions 
to Official Classification embrace the commodity here consid- 
ered; and, were the fifth class rates charged unreasonable? 
The Commission found, as hereinbefore set forth, that the rates 
assailed were not unreasonable but that the sixth class rates 
were applicable on the shipments moving prior to the date 
hereinbefore mentioned. 


OIL INCREASE FORBIDDEN 


The Commission, by division 3, in I. and S. No. 3044, Petro- 
leum from Colorado, Tex., to Louisville, Ky., has found not 
justified the proposal of the railroads to increase the rates on 
petroleum and its products from Colorado to Louisville so as 
to make them 2.5 cents higher than from Ranger, Tex., thereby 
restoring the rates from Colorado, 135 miles west of Ranger, 
to the level they had prior to September 28, 1927. In finding 
not justified the proposed increase, a method for removing some 
fourth section departures, the Commission said that the reasons 
which led to the inclusion of Colorado in the Ranger group in 
connection with rates to the destinations considered in Mid- 
continent Oil Rates, 1925, 182 I. C. C. 103, were equally con- 
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vincing that Colorado. should be included in the same group 
with respect to rates to Louisville. 


HORSE AND MULE RATES 


The Commission, by division 3, in No. 19508, Galesburg 
Horse & Mule Co., Inc., et al. vs. Santa Fe et al., and No. 20319, 
A. A. Mills et al. vs. Santa Fe et al., has found unreasonable 
the rates on horses and mules, carloads, from points in Okla- 
homa and Texas to Galesburg, IIll., to the extent they exceeded, 
exceed or may exceed the rates for the same distances based 
on the scale prescribed in Horse and Mule Rates in the South- 
west, 1924, 93 I. C. C. 479, and awarded reparation to that basis. 
New rates are to be made effective not later than July 30. 


ACID PHOSPHATE RATE CASE 


The Commission, by division 4, has dismissed No. 17792, 
Hope Fertilizer Co. vs. Baltimore & Ohio et al., on a finding 
that the rate on acid phosphate, carloads, from Nashville and 
West Nashville, Tenn., to Hope, Ark., is not unreasonable or 
otherwise unlawful. 


AUTOMOBILE TRUCK CAB RATES 


The Commission, by division 3, has dismissed No. 19097, 
Badger Equipment Co., successor to Barger Body Manufactur- 
ing Co. vs. Chicago & North Western et al., finding that the 
rates on automobile freight truck cabs and bodies, carloads, from 
Oshkosh, Wis., to Omaha, Neb., are not unreasonable and were 
not unreasonable in the past. 


CRUDE SULPHUR CHARGES 


The Commission, by division 2, has dismissed No. 17779, 
Stauffer Chemical Co. vs. Outer Harbor Dock & Wharf Co., 
finding that the rate of 41.5 cents per ton charged for handling 
interstate shipments of crude bulk sulphur, shipped from Sul- 
phur Mine, La., to San Pedro, Calif., from the ship to cars, 
in 1922, 1923 and 1924, in so far as the claims were not barred, 
was not unreasonable. The report said the dock company 
performed all the services necessary for getting the sulphur 
from the ships to the cars, claiming that the charge covered 
stevedoring and handling. The rate was on file with the Cali- 
fornia commission. This report said the services were per- 
formed in connection with the transportation of shipments not 
within the jurisdiction of the California commission. 

In April, 1925, the dock company filed a tariff with the 
federal body naming a rate of 20 cents per ton for handling 
the sulphur in question to apply “when stevedoring is per- 
formed by this company.” That charge is double when the 
sulphur is dumped on the wharf and later loaded into cars. 
The Commission said that the establishment of a rate lower 
than that formerly in effect did not demonstrate that the rate 
was unreasonable and that the evidence did not warrant a 
finding that the charges collected were unreasonable. 


PIG AND OTHER LEAD RATES 


A finding of unreasonableness, an award of reparation and 
an order establishing new rates not later than July 20 have been 
entered in No. 18420, Standard Battery Manufacturing Co. vs. 
Kansas City Southern et al., as to rates and charges on pig 
lead and antimonial lead, in straight or mixed carloads, from 
Ontario, Okla., to Fort Worth, Tex., and on red lead and dry 
litharge, in straight or mixed carloads, from Joplin, Mo., to 
Fort Worth. The allegation in the complaints, there being a 
sub-number, Same vs. Same, was that the rates were and are 
unreasonable. The Commission, by division 3, said that al- 
though the record in this case was much more comprehensive 
than that in Oklahoma Traffic Association vs. St. Louis-San 
Francisco, 129 I. C. C. 461, the evidence submitted was similar 
and showed much the same situation. The traffic, commercial 
and transportation conditions surrounding the movements to 
Fort Worth, it said, were not appreciably different from those 
attending the movements to Oklahoma City, the destination in 
that case. In its opinion the Commission said the adjustment 
there prescribed presented a maximum reasonable basis for ap- 
plication on the traffic here considered. 

The finding was that the rates assailed were, are, and for 
the future would be, unreasonable to the extent that the rates 
on pig and antimonial lead exceeded or might exceed 47 cents, 
in straight or mixed carloads to Fort Worth; and that the rates 
on red lead and litharge, in straight or mixed carloads, from 
Joplin to Fort Worth were and would be unreasonable to the 
extent they exceeded or might exceed 61 cents. Reparation 
was awarded to the basis of the new rates. 


COTTON COMPRESS PARTS RATES 

The Commission, by division 2, in No. 18826, Federal Com- 
press & Warehouse Company et al. vs. Alabama Great South- 
ern et al., has found not unreasonable or:‘otherwise unlawful 
rates charged on many carloads of cotton-compress parts, 
shipped from Birmingham, Ala., Blytheville, and Pine Bluff, 
Ark., and Cameron, Tex., to destinations in Arizona, Oklahoma 
and Texas. It has found inapplicable the rates charged on like 
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traffic from Birmingham to Hayti, Mo.; that the applicable 
rate was, is, and for the future will be unreasonable to the ex- 
tent it exceeded or may exceed 70.5 cents. It further found 
that the rate charged on shipments from Shreveport, La., to 
Las Cruces, N. M., was and would be unreasonable to the extent 
it exceeded or might exceed $1.23 and awarded reparation in 
both instances to the basis of the rates for the future. The 
new rates are to be established not later than July 31. 


BURLAP BAG REPARATION 


In No. 18601, Missouri Bag Company vs. Nickel Plate et al., 
the Commission, by division 4, has found unreasonable a fourth 
class rate of 61.5 cents imposed on a carload of burlap bags 
from Buffalo, N. Y., to St. Louis, Mo., to the extent it exceeded 
a commodity rate of 39 cents, made applicable, according to the 
report, by reason of a Rule 77 notation showing the Nickel 
Plate as an intermediate carrier. The carriers urged that that 
rule was not applicable on the shipment and undertook to de- 
fend the higher rate by ton-mile and car-mile figures. The 
Commission said that in Northwestern Leather Company Trust 
vs. M. & O. (no citation given), decided March 28, 1928, it ex- 
pressed the opinion that the publication of the rule obligated 
all carriers participating in the transportation, whether as 
originating, intermediate or delivering carriers, to establish a 
rate at an intermediate point not exceeding that from the more 
distant station, in this case Syracuse, N. Y., and said it found 
no reason for a different conclusion in this case. Commissioner 


Eastman, concurring in part, separately expressed his views 
about Rule 77. 


SALT ARBITRARIES: ALLOWED 


The Commission, in a supplemental report in I. and S. 2414, 
salt between western and southwestern points and cases joined 
with it, has modified the findings in the original and supple- 
mental reports, 120 I. C. C. 91 and 128 I. C. C. 431, so as to 
authorize the Missouri & North Arkansas to apply, to destina- 
tions on its line, rates on salt from Kansas, Louisiana and 
Texas producing points higher than on the basis prescribed for 
general application to the southwest. In fourth section order 
No. 9823, the Commission has given relief from the provisions 
of the fourth section so as to permit the Missouri & North 
Arkansas to realize the intended benefits by maintaining higher 
rates at intermediate points than at junctions where competi- 
tion requires observance of the scale rates. 

Chairman Campbell dissented for the reasons stated in his 
dissenting expression in Southern Cement Rates, 132 I. C. C. 
427. He said that the Missouri & North Arkansa sshould be 
afforded relief by increased divisions of the rates established 
by the scale, and not by adding arbitraries to those rates. 

The finding and scale of arbitraries are as follows: 


We find that the Missouri & North Arkansas should be author- 
ized to establish and to continue rates on salt, common (sodium 
chloride), and sulphurized salt, in packages, in blocks, or in bulk, 
in straight or mixed carloads, minimum weight 45,000 pounds, from 
producing points in Kansas, Louisiana and Texas to competitive sta- 
tions on its line constructed on the basis of the scale of rates pre- 
scribed in the former reports herein and to maintain higher rates 
to local stations on its line based on the scale rate for the through 
distance pilus the following arbitraries, in cents per 100 pounds, based 
on the distance over the Missouri & North Arkansas by the route 


over which the lowest rate from point of origin to destination can 
be constructed: 





Arbitrary Arbitrary 
Distance Cents Distance 

10 miles and under......... 3.5 170 miles and over 
20 miles and over 10...... 4 200 miles an dover 
40 miles and over 20...... 4.5 230 miles and over 
60 miles and over 40...... 5 260 miles and over 9 
80 miles and over 60. 5.5 290 miles and over 260...... 9.5 
100 miles and over §80...... 6 320 miles and over 290...... 10 
120 miles and over 100...... 6 350 miles and over 320...... 10.5 
140 miles and over 120...... 7 380 miles and over 350...... 11 


The report also embraces I. and S. No. 2450, salt in Texas 
and between Shreveport, La., group points and Texas; No. 16834, 
John Morrell & Co. vs. Union Pacific et al.; No. 17011, American 
Salt Co. et al. vs. Abilene & Southern et al.; No. 17070, Armour 
& Co. et al. vs. Santa Fe et al.; No. 17218, Wilson & Co., Inc., of 
Oklahoma vs. Rock Island et al.; No. 17347, Tulsa Traffic As- 
sociation et al. vs. Santa Fe et al.; No. 17428, Oklahoma Traf- 
fic Association et al. vs. Arkansas Valley Interurban et al.; 
and Portions of Fourth Section Application No. 698 et al. 


GREEN SAWED STAVE RATES 


Revision of the rates on rough green sawed staves, from 
points in Tennessee and Alabama to Atlanta, Ga. and Paducah, 
Ky., not later than July 30, has been ordered in No. 19579, Travis 
Smith et al. vs. Nashville, Chattanooga St. Louis, and a sub- 
number, Paducah Cooperage Co. vs Same. The Commission, 
by division 3, has found some of the rates inapplicable, the 
applicable rates unreasonable and in violation of section 4 in 
certain periods, and awarded reparation. The points of origin 
involved, to Atlanta, were Dunlap, Brush Creek, Pikeville, 
Coalmont, Collins and Clifty, Tenn. Those involved in the 
two cases bringing in question rates to Paducah were: Hunt- 
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ingdon, Gleason, Maxwell, McMinnville, Flintville and Coalmont, 
Tenn., and New Market, Ala., in one case, and Collins, Sout, 
Pittsburg, Sparta, De Rossett, Clifty, Dunlap, Pikeville, Laurg. 
burg and Rocky River, Tenn. The findings are as follows: 


We find that the rates assailed on the shipments to Atlanta 
were inapplicable; that the applicable rates on these shipments 
were 15 cents from Dunlap and Brush Creek, and 16 cents from 
Pikeville, Coalmont, Collins and Clifty, and that the shipments were 
overcharged. We further find that the rates assailed on the ship. 
ments to Paducah from Huntingdon, Gleason, Maxwell, McMinnville, 
Flintville, New Market and Coalmont prior to March 22, 1925, ang 
on and after August 28, 1926, were inapplicable; that the applicable 
rates were 11.5 cents from Huntingdon and Gleason and 16 cents 
from Maxwell, McMinnville, Flintville, New Market and Coalmont: 
that the applicable rates were not unreasonable during these periods: 
and that the rates assailed to Paducah from the same points be- 
tween March 22, 1925, and August 27, 1926, both inclusive, were un- 
reasonable to the extent that they exceeded the rates applicable 
on rough green sawed staves from and to the same points of origin 
and: destination prior to March 22, 1925. We further find that the 
rates assailed to Paducah from Collins, South Pittsburgh, Sparta, De 
Rossett, Clifty, Dunlap, Pikeville, Laurelburg and Rocky River, be- 
tween August 28, 1926, and November 22, 1926, were unreasonable 
and in violation of section 4; and that the rates assailed from these 
points have been are and for the future will be unreasonable to the 
extent that they exceeded, exceed or may exceed 19 cents from 
— and Rocky River and 17 cents from the seven producing 
points. 


COTTON SWITCHING CHARGES 


The Commission, by division 3, has dismissed No. 18973, 
Meridian (Miss.) Traffic Bureau et al. vs. Alabama Great 
Southern et al., finding not unreasonable, unjustly discrimi- 
natory, or unduly prejudicial, the switching charges, at Meridian, 
Miss., on cotton from the Gulf, Mobile & Northern to the ware. 
house of the Meridian Compress & Warehouse Company. That 
company was the shipper complainant in the case. 


RATE ON BULK LIME 


In No. 19946, Cutler Magner Co. vs. Chicago, Milwaukee 
& St. Paul et al., the Commission, by division 3, has found that 
the applicable class C rate of 29.5 cents on bulk lime, carloads, 
from Duluth, Minn., to Merrill and Lancaster, Wis., was un- 
reasonable and unduly prejudicial to the extent that it ex- 
ceeded the subsequently established rate of 20.5 cents and that 
complainant is entitled to reparation. The report also em- 
braces a sub-number, Same vs. Same, and No. 19281, Same vs. 
Cc. St. P. M. & O. et al. 


AUTOMOBILE DEMURRAGE CHARGES 


The Commission, by division 3, has dismissed No. 19767, 
L. A. Jones, Inc., vs. Atlanta, Birmingham & Coast et al., finding 
not unreasonable or otherwise unlawful demurrage charges 
amounting to $1,988 collected on 50 carloads of automobiles 
and trucks, held at Waycross, Ga., on their way, from various 
northern points to Miami, Fla., in 1925. It was claimed that 
neither wire nor written notice was given of the arrival of 
the cars. The Commission said the witness for complainant 
admitted he had no personal knowledge of any of the facts 
concerning the shipments. It observed that that evidence was 
insufficient to support a finding that the shipments were over- 
charged. 


CARBON DISULPHIDE RATES 


An order of dismissal has been made in No. 18804, Warner 
Chemical Co. vs. Baltimore & Ohio et al., the Commission, by 
division 3, finding not unreasonable or otherwise unlawful the 
rates on carbon disulphide, in carloads, from South Charleston, 
W. Va., to central territory. Complainant, the Commission said, 
was seeking the application of rates no higher than fifth class. 
The commodity is rated fourth class, minimum 30,000 pounds. 


ROUGH-QUARRIED MARBLE RATE 
The Commission, by division 3, has dismissed No. 19630, 
Hilgartner Marble Co. of Baltimore City vs. Baltimore & Ohio 
et al., finding not unreasonable the rate on rough-quarried marble 


from points within the free lighterage limits of New York harbor 
to Baltimore. 


LIQUID TANNING EXTRACT RATES 


Finding the assailed rates not unreasonable, the Commis- 
sion, by division 3, has dismissed No. 18522, Bona-Allen, Inc., 
vs. Southern Railway, a complaint which alleged the rates on 
liquid tanning extract, in tank-car loads, from points in Tennes- 
see and North Carolina to Buford, Ga., were unreasonable, asked 
for reparation and the establishment of new rates. 


REFINED OIL CASE DISMISSED 

The Commission, by division 3, has dismissed No. 19604, 
Carpenter Oil Co. vs. Santa Fe et al., and a sub-number, Forest 
Lake Oil Co. vs. Same, on a finding that the rates charged on 
gasoline, kerosene, and refined oil, from midcontinent oil groups 
Nos. 1, 2 and 3 to Forest Lake and Hugo, Minn., are applicable 
and not unreasonable. The rates charged were and are the 
same as those charged on shipments to Duluth, Minn., 127 miles 


2 POTATO 





8 ROR IPERS EET 


“a: sone 


eisai 


June 


north 
rates 
grou 
dis’ 
man 
grou 
cont 
wer 
the} 
Pric 
full 
wel 
and 
tha 
con 


ES — <= 7. a 










» No. 94 






Oalmont, 
8, South 
Laurel. 
WS: 












Atlanta 
hipments 
nts from 
Nts were 
€ ship. 
innville 
9, an 
Dplicable 

cents 
Oalmont: 
Periods: 
Nts be- 
Vere un- 
Pplicable 
of origin 
that the 
arta, De 
ver, be- 
2ASOnable 
Mm these 
= to the 
ts from 
oducing 


| 
. 


18973, 
Great 
Scrimi- 
Tidian, 
} Ware. 
That 


aukee 
d that 
loads, 
S un- 
it ex. " 
| that ; 
) em- 

le vs, 





9767, 

ding 

irges q 
biles : 
rious 
that 
1 of 
nant 
‘acts 
was 
Ver- 


2 nS ap Fa pthes EMCO RONALD 


vner 


the 
ton, 
aid, 
USS. 


30, 
hio 
ble 
or 


ap 


“2a Oo oO 








June 16, 1928 


north of Forest Lake. They are known as the Duluth group 
rates. In effect the desire was for a disruption of the Duluth 
group. The Commission said the record did not warrant a 
disruption of the group adjustment which had been in effect 
many years and had frequently been recognized by it. The 
group, the report said, was in existence at the time of Mid- 
continent Oil Rates, 36 I. C. C. 109. Although the Duluth rates 
were not directly involved in that case, the Commission said 
they were reduced as a result of the reduction to Twin Cities. 
Prior to that time the rates to Forest Lake and Hugo were 
full combinations on Twin Cities. In 1914 the rates to Duluth 
were reduced to a point below those to Forest Lake and Hugo 
and were applied as maxima at Forest Lake and Hugo. Since 
that time, the report said, Forest Lake and Hugo had been 
considered as part of the Duluth group. 


LETTUCE RATE UNREASONABLE 


A finding of unreasonableness and an award of reparation 
have been made in No. 19944, Memphis Freight Bureau vs. St. 
Louis-San Francisco et al., as to the rate on lettuce, in 1924, 
from Watrous and Las Vegas, N. M., to Memphis, Tenn. The 
Commission, by division 4, has found it unreasonable to the 
extent it exceeded a rate of 76 cents established January 10, 
1925, and awarded reparation to that basis. 


PROCESSED SAND RATINGS 


New ratings on sand processed for water filtering or soft- 
ening, from Birmingham, N. J., to destinations in Official and 
Western Classification territories, have been ordered established 
not later than August 15, in No. 18805, Permutit Co. vs. Central 
of New Jersey et al. The Commission, by division 3. has found 
the present ratings, fifth class 40,000 pounds, unreasonable to 
the extent they exceed or may exceed class C in Western and 
sixth class in Official Classification territories. The Commission 
said that except where unusual circumstances were present, 
reparation did not follow from a reduction in a rating ordered 
by it. Therefore, it said its findings of unreasonableness were 
accordingly limited to the present and future and that repara- 
tion would be denied. 


IRON BED RATES 


The Commission, by division 3, in No. 18754, Simmons Co. 
vs. Chicago & North Western et al., has found applicable, but 
unreasonable and in violation of the aggregate of intermediates 
part of the fourth section, the rates on iron beds and other 
articles taking the same rates from Kenosha, Wis. to Nashville 
and Knoxville, Tenn., and Spartanburg, S. C., in carloads, and 
awarded reparation. The report covers a sub-number, Same 
vs. Same. The Commission found the applicable rates were 
unreasonable to the extent they exceeded 31.5 cents from 
Kenosha to the Ohio River crossings, minimum 30,000 pounds, 
subject to Rule 34; and beyond the crossings to the extent 
they exceeded 37 cents to Nashville, 49 cents to Knoxville and 
70 cents to Spartanburg, subject to the actual weight of both 
cars, but not less than a minimum of 30,000 pounds for both. 


STRAWBERRIES TO CANADA 


A new basis of rates on strawberries, from points in 
Delaware, Maryland and Virginia to Montreal and Toronto, 
Canada, has been prescribed in No. 18176, Peters Duncan, Ltd. 
et al. vs. Delaware, Maryland & Virginia et al. No order, 
however, has been issued. The Commission, by division 2, 
said that if the defendants did not comply with its findings 
within a reasonable time, the complainants might bring the 
matter to its attention for appropriate action looking to the 
establishment of a reasonable rate for that part of the transpor- 
tation within the United States. 

It was alleged, among other things, that the rates were 
inapplicable. ‘That allegation grew out of question of tariff 
interpretation. The Commission said the rates charged were 
applicable but that they had been, were and would be unreason- 
able to the extent they had exceeded, exceed or might exceed the 
contemporaneous first class rates from the same points of 
origin to the same destination, subject to a minimum of 17,000 
pounds. It awarded reparation. It said its order could be 
entered only against the defendants in the United States but 
that it should not be construed as affecting any right of the 
Canadian lines to participate in the reparation. It directed 
the reparation of Rule V statements on which it could base an 
order of reparation. The report covers two sub-numbers, Hart 
& Tuckwell et al. vs. Baltimore, Chesapeake & Atlantic et al., 
and Peters Duncan, Ltd. et al vs. Pennsylvania et al. 


EARTHENWARE RATE CASE 
The Commission, by division 4, has dismissed No. 19868, 
Southern Traffic & Audit Association vs. Missouri-Kansas-Texas 
et al., finding that the rate charged on a carload of earthenware 
shipped from Akron, O., to Texas City, Tex., in 1924, was 
applicable. 


SANTA FE ACQUISITION 


The Commission, by division 4, in finance No. 6852, acqui- 
sition of control by the Atchison, Topeka & Santa Fe, has au- 
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thorized the applicant to acquire, by purchase of stock, con- 
trol of the Clinton & Oklahoma Western and the Clinton-Okla- 
homa-Western of Texas. It has also authorized the Panhandle 
& Santa Fe to acquire control by lease of the properties of the 
Clinton & Oklahoma Western and the Clinton-Oklahoma-West- 
ern of Texas. The acquiring carriers made joint application 
for permission. The parent Santa Fe proposed to acquire the 
stock and the Panhandle to take leases on the physical proper- 
ties. The Oklahoma Corporation Commission, which held the 
hearing for the federal body, recommended grant of the desired 
authority and no objection was made to the acquisition. 

The Commission called the Clinton & Oklahoma Western, 
the Oklahoma company and the Clinton-Oklahoma-Western, the 
Texas company. The line of the Oklahoma company, 58 miles 
long, extends from Clinton to Cheyenne, Okla. The Texas 
company’s line extends from the Texas-Oklahoma line to a 
connection with the Panhandle at Pampa, Tex., a distance of 
about 60 miles. 

Commissioner Eastman dissented on the ground that the 
acquisition was plainly a consolidation which he contended the 
Commission had no authority to approve under paragraph (2) 
of section 5. 


SAND, GRAVEL AND CRUSHED STONE 


The Commission, in I. and S. No. 3093, and Illinois Com- 
merce Commission dockets Nos. 17841 and 17863, has issued the 
following notice: 


Notice is hereby given that a conference of all carriers and ship- 
pers interested in the interstate and intrastate rates on sand, gravel, 
and crushed stone to destinations in Illinois south of the line drawn 
through Terre Haute, Ind., and Altamont and Springfield, Ill., will 
be held on June 19, 1928, at 9:30 a. m., standard time, in Room 701, 
Illinois Mine Workers Building, 4th and Monroe Sts., Springfield, IIl., 
before Transportation Rate Expert Slater of the Illinois Commerce 
Commission and Examiner Fuller of this Commission. 


GEORGIA GRAVEL RATES 


The Commission, ‘on petition of the railroads in Georgia, has 
reopened No. 17517, rates on chert, clay, sand and gravel within 
the state of Georgia, and No. 17763, Roquemore Gravel Com- 
pany et al. vs. A. B. & A. et al. It reopened No. 17517 for fur- 
ther hearing on the sole question whether or not the rates and 
minimum weights required by the Georgia commission to be 
maintained on intrastate shipments of sand, gravel (washed or 
unwashed), clay, gravel, crushed stone and slag, in relation to 
the interstate rates and minimum weights, cause unjust dis- 
crimination against interstate commerce, etc. It reopened No. 
17763 solely on the issue as to whether the intrastate rates and 
minimum weights maintained by defendants between points in 
Georgia on sand, gravel (washed or unwashed) clay gravel and 
crushed stone result in undue and unréasonable prejudice and 
disadvantage of complainants in No. 17763, in shipping sand, 
gravel (washed or unwashed) and clay gravel from Montgom- 
ery, Ala., and Chattanooga, Tenn., to destinations in the state 
of Georgia. It denied a motion filed by the State Highway 
Commission of Georgia, City of Atlanta, Counties of Fulton and 
DeKalb, and Atlanta Freight Bureau for a general investigation 
into the rates, charges and practices of the carriers in southern 
territory with relation to the commodities involved in No. 
17517. 


FREE TIME BAGGAGE ORDER 


The Supreme Court of Louisiana has affirmed an order of 
the Louisiana Public Service Commission requiring railroads in 
Louisiana to permit 48 hours’ free time for removal of baggage, 
according to a bulletin issued by John E. Benton, general so- 
licitor of the National Association of Railroad and Utilities 
Commissioners. The railroads brought an action to set aside 
the order, claiming, among other things, that it constituted 
a discrimination against interstate commerce. The lower court 
gave judgment for the state commission. Affirming that judg- 
ment, the Supreme Court of the state, in part, said: 


As to the charge that the rule discriminates against interstate 
passengers because the rule does not apply to them, and they are 
allowed only 24 hours by the Interstate Commerce Commission, that 
is fitting the shoe to the wrong foot. For the Public Service Com- 
mission has made its rule general, and it is not applicable to inter- 
state passengers only because the Interstate Commerce Commission 
has otherwise ordered; so that it is the order of the latter commis- 
—_ not that of the former, which works the discrimination sug- 
gested. 

The condition can therefore be corrected (if need be) only by the 
Interstate Commerce Commission, and not by the courts. For that 
body may either extend the limit prescribed by itself (either in states 
granting a longer time, or generally), or, if it finds that the state rule 
po pens with interstate commerce unduly, it may abrogate the 
state rule. 


SANTA FE PURCHASE OF K. C. M. & O. 


The Atchison, Topeka & Santa Fe, in finance docket No. 
6958, has asked permission to acquire all or a majority of the 
35,000 shares of stock of the reorganized Kansas City, Mexico 
& Orient, covering 735 miles of line, at $414.50 per share. It 
has already acquired subscription rights to 14,561 shares sub- 
ject to the Commission’s approval. The price per share rep- 
resents a cost of about $15,000 per mile of line, much less, 
the Santa Fe says, than it would cost to build the line. 





MEAT REPARATION PROPOSED 


Although the Commission, in Morrell & Co. vs. New York 
Central, 104 I. C. C. 104, and 120 I. C. C. 537, denied reparation, 
on fresh meats and packnig house products, Examiner T. P. 
Wilson recommends reparation on fresh meats shipped on rates 
that became effective by reason of the Commission’s decision 
in the Morrell case, in No. 19899, Armour & Co. (Illinois) et al. 
vs. Santa Fe et al. and the cases joined with it, a sub-number 
under the title case, Swift & Co. et al. vs. Baltimore & Ohio 
et al., and No. 20122, Albert Lea Packing Co. et al. vs. Santa Fe 
et al. In the Armour and joined cases, Wilson recommends that 
the Commission find unreasonable and award reparation, as 
to rates and charges thereunder, on fresh meats, carloads, from 
Fort Worth and North Fort Worth, Tex.; Oklahoma City, Okla.; 
Albert Lea, Minn.; Des Moines, Ia.; Denver, Colo.; St. Louis, 
Mo.; and East St. Louis, Ill., to destinations in Trunk Line and 
New England territories. 

In their complaints the packers alleged the rates on fresh 
meats in carloads, or in mixed carloads with packing house 
products, between April 27, 1926, and April 20, 1927, from and 
to the points and territories mentioned were unreasonable. The 
examiner said that the Commission should find that the rates 
assailed were unreasonable to the extent that they exceeded 
those which became effective May 15, 1927. 

“It appears that had not the first findings of the Commis- 
sion (in the Morrell case) not been erroneous,” says the ex- 
aminer, “complainants would have had the benefit of the present 
rates since April 27, 1926. It is true that in the second Morrell 
decision the Commission said it would not award reparation to 
the basis of rates found reasonable in either of those decisions. 
It is not believed that the Commission then had in mind the 
particular charges here complained of.” 

The effect of the findings in the first report, the examiner 
said, was to reduce rates from the Missouri River, points in 
Kansas, and other points having combinations on Chicago, 
without correspondingly reducing rates from the points of 
origin here involved, the latter having no such combination. 

The first decision cut the rate from Chicago to New York 
from 93 cents to 87 cents. The benefit of that cut was extended 
to points taking combinations based on Chicago but as the 
points covered by these complaints did not have the benefit of 
such combination the effect was to increase the spread between 
the rates from St. Louis and Chicago to New York from 6 to 
14 cents. By reason of the second decision in the Morrell case, 
the spread is now 8 cents. Prior to the first Morrell decision, 
the spread ranged from 5 to 7 cents. 

The purpose of these complaints, the examiner said, was 
to make the 87-cent basis retroactive to April 27, 1926. He said 
the evidence was directed against the 93-cent rate factor, which 
remained in effect from points not having the benefit of the 
Chicago combination. The examiner said the evidence of the 
complainants, on the whole, was confirmatory of the Commis- 
sion’s conclusions in the second Morrell decision. He said that 
the evidence of the railroads was not convincing that the final 
conclusion in the Morrell case as to the rates here assailed 
was erroneous. Nor did they show, he added, any reason why 
the rates assailed should have been any higher after the first 
Morrell decision than after the second. 


RAILWAY MAIL PAY 


Attorney-Examiner Frank E. Mullen, in a proposed report 
in No. 9200, railway mail pay, upon reexamination of the rates 
of mail pay, has recommended a substantial increase for the 
railroads of the country, except 44 in intermountain and Pacific 
coast territory, which have been separately dealt with, on a 
finding that the rates, in the past, and for the future, were 
and will be unfair and unreasonable to the extent indicated in 
his report. 

Reasonable compensation, from the dates applications for 
reexamination were filed, or, where not filed, from July 24, 1925, 
the date of the order for reexamination, to the date the increased 
rates recommended by him become effective, he says, should 
be fixed at 15 per cent in addition to the compensation paid 
or accrued at the established rates in effect in those periods; 
and for separately operated short lines not exceeding 100 miles 
in length, 80 per cent in addition to the compensation paid or 
accrued at the established rates for such lines. 

Mullen said the new rates should be established for appli- 
cation on and after July 15, 1928. 

In answer to a request of the Post Office Department for 
the establishment of group rates, Mullen said the Commission 
should say .the record did not furnish an adequate basis for 
establishing group rates upon a territorial. basis even if a change 
from the present system to a group system were considered de- 
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sirable. He said the Commission should deny the request of 
the department for the establishment of new and additiona] 
units of space graded in steps of three feet. He also recom. 
mended a modification of the rule in respect of authorizations 
of larger units when smaller or regularly authorized units were 
exceeded on 50 per cent or more of the trips in any calendar 
month. He also recommended a modification of the rule for 
computing miles of service of storage cars and lesser units, 

The former reports in this case, to which the examiner's 
report makes frequent reference, are in 56 I. C. C.1; 851. CA¢. 
157; 95 I. C. C. 204; 96 I. C. C. 43; 104 I. C. C. 521, and 109 
EK. C. C. 18 

The rates of mail pay now in effect on the lines of the 
applicants, except the New England lines, were fixed by the 
Commission in Railway Mail Pay, 56 I. C. C. 1, decided Decem. 
ber 23, 1919. Rates were fixed for the period between November 
1, 1916, and January 1, 1918. The rates therein approved for 
retroactive application were increased 25 per cent from January 
1, 1918. This revision, therefore, is the first general overhaul- 
ing, under the law of 1916, which empowered the Commission 
to deal with railway mail pay rates, since that revision of 1919, 
No estimate is made in the report as to what money result the 
revision will have. The railroads in 1917 received $74,165,246 
and in 1926 $96,326,466 in mail pay. 

As a result of the study made by them, in 1925, the car. 
riers contended that an increase of at least 40 per cent in mail 
revenue was necessary to pay the cost of service rendered and 
return 5.75 per cent on their investment in equipment devoted 
to the postoffice service. 

They asked for an increase on the 60-foot railway post- 
office car from 33.75 to 47.25 cents per mile. Mullen recom- 
mends 39 cents; they asked for an increase, for 70-foot storage 
cars, from 40.833 to 57.167 cents per mile. Mullen recommends 
47 cents. They asked for an increase in the closed pouch, 15- 
foot compartment rate from 12.50 to 17.50 cents. Mullen rec- 
ommends 14.50 cents. Present rates applicable to separately 
operated roads, 50 to 100 miles long and roads less than 50 
miles long, are, respectively, 20 and 50 per cent higher than 
those quoted. His recommendations cover, in addition, all other 
units used as bases for pay calculations. 

Application for reexamination of the rates of pay was filed 
May 9, 1925, by 198 carriers, including substantially all the 
Class I railroads. On July 16, 1925, a similar application was 
filed by 87 short lines, members of the American Short Line 
Railroad Association. Prior to the latter of those applications 
the Commission has reopened the case on behalf of some New 
England lines. The case was generally reopened, on the ap- 
plication of the Postmaster-General, so as to cover all roads 
carrying mails, except the 44 lines on the Pacific coast and in 
the intermountain territory before mentioned. 

On the day Mullen’s report was issued the Commission re- 
opened the case so as to permit the filing of his report. In 
that reopening order June 27 was fixed as the last day for 
filing exceptions. The case is to be argued before the Com- 
mission on June 29, beginning at 9:30 a. m. 


Mullen divided his report into four parts: Rates of 148 
Class I roads; rates on 11 New England roads; rates on 194 
short lines; and proposals of the Post Office Department with 
respect to the grouping of railroads, changes in the present 
_— units and changes in regulations governing authorizations 
of space. 


In 1917, the ton-miles of mail transported, said the report, 
were 826,090,715. The total weight of all mail matter handled 
for the year ended June 30, 1923, was 2,879,700 tons. The ton- 
miles totaled 1,211,055,166. 


“Parcel post constituted 62.4 per cent of the weight and 
54 per cent of the ton-miles of the service,” said Mullen. “Ad- 
dition of weight of mail containers upon the basis agreed upon 
(by the railroads and the Post Office Department) brings the 
totals to 3,311,655 tons and 1,392,713,441 ton-miles. The latter 
amount is about 168 per cent of the ton-miles of mail trans- 
ported in 1917.” 

The figures thus far used are those Mullen took from the 
railroad committee data. 

In 1926, as estimated by the department, said Mullen, the 
ton-miles of mail handled were 1,376,711,341. To that figure the 
railroads add 15 per cent as the weight of the mail containers 
and obtain a figure of 1,583,218,050 ton-miles for 1926, an in- 
crease of 91 per cent over 1917. 

None of the figures were the result of tests made since 1923. 
For the purposes of this case it was agreed to use figures re- 
ported to Congress, as of 1923, as the foundation for estimates 
after 1923. 

Comparing railroad costs of operation generally in 1923 with 
those in 1917, the carriers introduced charts indicating that oper- 
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ating expenses, taxes, and 5.75 per cent return on investment 
per train-mile together were 50 per cent higher than in 1917; 
that operating expenses and taxes, per train-mile were 70 per 
cent higher; wages per hour about 100 per cent higher, and 
that rates of mail pay were but 25 per cent higher. 

Nearly every line in the Mullen report bristles with figures 
representing dollars, or space, or percentages, not to mention 
ears of various lengths and parts of cars, stated in units of 
feet, used for one sort of mail service or another. Many of the 
figures related to individual roads; also arguments as to whether 
this or that item should be listed in the capital investment 
account. There were also figures showing comparison between 
L. C. L. freight moving on class rates, on the one hand, and 
mail revenue per 3-foot space in mail cars, on the other; also 
comparisons between mail and express, as well as discussions 
about the allocation of items of expense to passenger service 
as distinguished from freight and among the services included 
in the term passenger-train service: 

Mullen said the Commission should find: 


1. That the rates of pay for transportation of mail matter by 
railway common carriers subject to the act of July 28, 1916, except 
those included in the decisions entered in this proceeding noted in 
the margin,* are not fair and reasonable; that they were not fair 
and reasonable on and after the dates the carriers filed applications 
for reexamination, or, where applications were not filed, on and 
after July 24, 1925, the date this proceeding was reopened for re- 
examination. 

2. That the fair and reasonable compensation to be received by 
said carriers from said dates to July 15, 1928, is 15 per cent in addi- 
tion to the compensation paid or accrued at the established rates in 
effect during said periods, except that the fair and reasonable com- 
pensation to be received by separately operated railroads not ex- 
ceeding 100 miles in length is 80 per cent in addition to the com- 
pensation paid or accrued at the established rates for such roads. 

3. That the fair and reasonable rates of pay to be received on 
and after July 15, 1928, by the carriers in this proceeding, except 
those included in paragraphs 4 and 5 hereof, are as follows: 

Rates being in cents for each mile of service by a 60-foot R. P. O. 
car, 39; 30-foot apartment car, 21.5; 15-foot apartment car, 14.5; 
70-foot storage car, 47: 60-foot storage car, 40.5; 30-foot storage 
space, 21.5; 15-foot storage space, 11.5; 7-foot storage space, 6.5; 3-foot 
storage space, 3.5; 15-foot closed-pounch space, 14.5; 7-foot closed- 
pouch space, 7; 3-foot closed-pouch space, 4.5. 

Provided, That the minimum payment on any mail route, over 
any part of which mail is transported not less than six days a week, 
shall be $72 per mile per annum. 

4. That the fair and reasonable rates of pay to be received on 
and after July 15, 1928, by, the Bangor & Aroostook Railroad Com- 
pany, Boston & Albany Railroad (New York Central Railroad Com- 
pany, lessee), Boston & Maine Railroad, Central New England Rail- 
way Company, Central Vermont Railway Company, Maine Central 
Railroad Company, Montpelier & Wells River Railroad, the New 
York, New Haven & Hartford Railroad Company, Rutland Railroad 
Company, St. Johnsbury & Lake Champlain Railroad Company, York 
Harbor and Beach Railroad Company, Canadian Pacific Railway 
(Wells River, Vt., to Derby, Vt.) and Canadian National Railway 
Company (Grand Trunk New England Lines), are as follows: 

Rates in cents for each mile of service by a 60-foot R, P. O. car, 
52.5; 30-foot apartment car, 29.5; 15-foot apartment car, 19.5; 70-foot 
storage car, 63.5; 60-foot storage car, 54; 30-foot storage space, 29.5; 
15-foot storage space, 15.5; 7-foot storage space, 8.5; 3-foot storage 
space, 4.5; 15-foot closed-pouch space, 19.5; 7-foot closed-pouch space, 
10; 3-foot closed-pouch space, 6 

Provided, That the minimum payment on any mail route, over 
any part of which mail is transported not less than six days a week, 
shall be $97 per mile per annum, 

5. That the fair and reasonable rates of pay to be received on 
and after July 15, 1928, by: (a), separately operated railroads not 
exceeding 100 miles in length, and not less than 50 miles in length, 
and (b), arr operated railroads less than 50 miles in length, 
are as Iollows: 







(a) (b) 

Separtely Separately 

operated operated 

rail- railroads 

roads 50 less than 

to 100 miles 50 miles 

in length in length 

For each mile of service by a: Cents Cents 
Oe II ooo Sic a: slorqrpiain abepelsocplgnace Seprk' ste cS 73.0 91.0 
SO=SOOE GOMTUIOME COE oioie osc cceicettese canes geeeteeee 5 50.5 
W5-2600 GUOTUEMIONE COT ...6ccs cccpsectcceneice cae eee 34.0 
70-foot storage car 88.0 110.5 
60-foot storage car 75.5 94.5 
pb OE ie yer ra 5 50.5 
TO=FGGC BUST BPCCS oie ns occ case weenie cme newsiesiesiee 5 27.0 
NN are ern re .0 15.0 
NE EE OCCT 0 8.5 
15-foot -closed-pouch space ............0-ceecccccees 0 34.0 
T-EOGE CIOMOE=—HOUCN BYVACO a5 occ ccic cies ceeccecdows 5 17.0 


3-foot close-pouch SPACE ...cccccerocccsecccsocecs 8.0 10.0 

Provided, That the minimum payment on any mail route, over 
any part of which mail is transported not less than six days a week, 
shall be $112.50 per mile per annum. 


6. That section 4 of the order, entered December 23, 1919, Rail- 
way Mail Pay, supra, with respect to computing the miles of service 
of a storage car or lesser unit should be changed to read as follows: 

“In computing the miles of service of a storage car or lesser 
storage unit, the maximum space authorized in either direction of 
a round-trip car run shall be regarded as the space to be computed 
in both directions unless any part of the car containing such unit 
be used by the railroad company in the return movement.” 

7. That section 8 of the said order, as amended, should be changed 
to read as follows: 

“Whenever a regular authorization is exceeded on more than 50 
per cent of the trips in any calendar month, the appropriate higher 
unit shall be authorized. A regular authorization may be reduced to 
the appropriate lower unit which would have accommodated the 
mails on more than 50 per cent of the trips in any calendar month. 
This rule will not apply to the month of December.” 


“1 C: Cc. 8: 10 t..c. C. 8: 155 2... Cc. ©. Te: ILC. C. 
(not including Canadian National Railway, Grand Trunk New Eng- 
land Lines); and 95 I. C. C. 493. 
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8. That the provisions of the order of December 23, 1919, as 
aeens, except as modified herein, shall remain in full force and 
effect. 


RATE ON EMPTY TIN CANS 


In a proposed report in No. 20014, Dorgan-McPhillips Pack- 
ing Corporation vs. Louisville & Nashville et al., Examiner 
John Davey has recommended that the Commission find the 
rate of 58 cents charged on carload shipments of empty tin 
cans from New Orleans, La., to Bayou La Batre, Ala., that 
moved subsequent to September 18, 1925, not unduly prejudicial 
but unreasonable to the extent it exceeded 51 cents, and award 
reparation. 


LAKE CARGO COAL RATES 


The Trafic World Washington Bureau 


The Commission, June 12, refused to suspend the tariffs 
of the northern line, making a reduction of twenty cents in 
lake cargo coal rates, dated to become effective June 18. It 
departed from its routine to the extent of announcing that 
fact in a formal statement, without, however, giving its rea- 
sons for its refusal. In refusing suspension of these tariffs it 
acted early as it did in making the suspension of the reduc- 
tion of the southern lines that became operative by reason of 
court action by the southern operators. 

This refusal to suspend will make the spread in the rates 
from the northern and southern districts 45 cents, as the 
Commission said it should be in its second decision in Lake 
Cargo Coal Rates, 1925, and in the suspension proceeding when 
it tried to stop the southern reduction. 

Refusal of the Commission to suspend the tariffs of the 
northern lines surprised some of those interested. It is believed 
suspension would have surprised an equal number. The whole 
Commission voted on the subject. Usually the question of sus- 
pension or non-suspension is decided by division 2. On account 
of the wide interest in the coal rates, however, the whole body 
voted. All the questions connected with or related to the con- 
troversy are handled in the same way, even to the question 
whether sixth section relief shall be granted to enable the 
tariff publishers to bring their schedules into line with those 
of other tariff publishing agents. The whole matter is ear- 
marked for the attention of the whole Commission. That is 
so because, in the final analysis, the case will have to be passed 
upon by the whole Commission, when some phase comes up, 
whether that phase be the result of the Supreme Court’s deci- 
sion in the injunction case, some move by the southern carriers 
to overcome the effect of the northern fine reduction, or a 
compromise proposed by the carriers. 

Immediately after the Commission announced its refusal 
to suspend, the thought was that the southern operators would 
press their railroads to counter with another reduction in an 
effort to preserve the 25-cent spread restored to the rate struc- 
ture by the injunction. The query at that time existed how 
far the southern operators would be able to go with their de- 
sire to obtain a reduction for their benefit. That question came 
up because the southern executives had been represented as 
holding the view that they could not, without desrespect to 
the court that issued the injunction, propose another reduction. 
There was speculation as to what effect a further reduction 
proposal would have upon the case that is being appealed to 
the Supreme Court. It was recognized, however, that, so far 
as the Commission was concerned, the only question was as to 
its power to make the order it made in the suspension pro- 
ceeding, which was a requirement that the southern lines cancel 
the schedules in which they proposed a cut to reestablish the 
25-cent spread that had existed for ten years. 

Out of all the speculation came a strong suggestion that 
an effort would be made by the railroad executives to reach 
a@ compromise, as they suggested at the Cincinnati conference 
of May 3. The suggestion at that conference was a spread of 
35 cents. That would be a “splitting of the difference” at ex- 
actly the half-way line. The Pittsburgh operators refused to 
attend. They took the position that there was nothing to com- 
promise because the Commission had decided that the spread 
should be 45 cents, after it had considered all the data sub- 
mitted in the last two trials of the matter before it. The 
southern operators, naturally, desired their carriers to stand pat 
on their effort to restore the old spread of 25 cents. 

It was regarded as of some significance that the commission 
announced its decision against suspension just two days before 
the meeting the railroad executives had set for themselves at 
Atlantic City June 14. (See Traffic World, June 9, pp. 1418, 
1417.) The decision, it was pointed out, would enable the ex- 
ecutives, in their discussion of the matter, to proceed without 
any uncertainty as to what would be done with the proposal 
of the northern lines, made after the Cincinnati conference 
called by them had failed to produce the compromise they 
desired. 

One of the things pointed out in the talk of a possible 
compromise was that if the Supreme Court should be of the 
opinion that the Commission, in the suspension case, was within 
the scope of its authority, then that body might be expected 
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to issue an order which would make a 45-cent spread in the 
rates a fixture until such day as the southern lines and southern 
operators could prove that the spread should not be so great; 
or, on the other hand, until such time as the northern interests 
could prove that it should be greater than 45 cents. 

There is a well defined impression among those who have 
been watching the matter in its Washington manifestations 
that the Commission would not be at all hostile toward an effort 
by the parties in immediate interest to make a compromise 
of some sort, notwithstanding the fact that it has decided that 
the spread should be 45 cents. In other words, that the facts 
in the case are not so preponderatingly on one side as to make 
an agreement on something less than 45 cents odious to all 
the commissioners who voted for the 45-cent spread. Nor, it 
is pointed out, is it so essential to the functioning of the Com- 
mission that it have a decision on the question of its power 
to do what it did in the suspension case that it could not 
countenance anything that might tend to make the court case 
moot. 

An effort by the Baltimore & Ohio to put itself into line 
with other northern railroads in the matter of the 20-cent reduc- 
tion from the Pittsburgh and Ohio fields, on one day’s notice, 
not earlier than June 18, was rendered nugatory on June 13 
by the refusal of the Commission to give that carrier a sixth 
section permission. The Baltimore & Ohio, in its application, 
recited the fact that_in its tariffs filed to become effective 
June 18 it made a 10-cent reduction from the Klondike, Meyers- 
dale and Pittsburgh-Youghiogheny regions in Pennsylvania, and 
from the Moundsville, Clarksburg, Fairmont Nos. 1 and 2, Mona- 
gah, Opekiska and Short Line districts of the West Virginia 
region, and from Calvary Church, Sisler Mine and State Line 
Mine, W. Va., to Cleveland, Fairport Harbor, Lorain and San- 
dusky, O., because President Willard thought that that was as 
far as the carrier should go in view of the injunction issued 
by the federal court at the instigation of the southern oper- 
ators. It is said that Mr. Willard laid his views on that subject 
before the Commission at the conference in Chairman Camp- 
bell’s office on May 11. 

“Other roads took a different view,” says the Baltimore & 
Ohio application, “and published a reduction of 20 cents per ton 
on lake coal discharged at ports north of Port Huron, Mich., 
and Sarnia, Ont., and if such reductions are permitted to be- 
come effective it would be unfair to the lake coal shippers 
dependent upon Baltimore & Ohio for service, as well as the 
Baltimore & Ohio itself, if similar reductions are not made 
effective concurrently with the reductions made by other roads 
serving the same or related fields.” 

Protest against the grant of sixth section permission to the 
Baltimore & Ohio was made by R. E. Quirk on behalf of south- 
ern operators. He urged that the application be denied so that 
an appropriate protest might be filed and the Commission be 
given an opportunity to consider the matter in the event the 
Baltimore & Ohio should elect to file a tariff making the pro- 
posed reduction on statutory notice. Mr. Quirk said he did not 
object to the reduction in the present rate from the Fairmont 
district from $1.71 to $1.61 because that reduction restored the 
relationship between the southern fields and the Fairmont dis- 
trict established by the Commission in Lake Cargo Coal Rates, 
1917, 46 I. C. C. 159. 


“But we do object to the additional reduction of 10 cents 
sought to be made by the Baltimore & Ohio on short notice,” 
says Mr. Quirk’s protest. “No good reason appears why the 
Baltimore & Ohio should be given short notice to make the 
additional reduction.” 


No reason for the denial of the application was given. The 
law gives the Commission discretion to give relief from the 
provision requiring 30 days notice of a change of rates to be 
given if good cause for relief is shown. The recitals of the 
application show that that road knew, on May 11 or there- 
abouts, what its neighbors intended doing but seemed to think 
it better policy to run the risk of not being able to take lake 
coal at the lower rate as soon as its neighbors than to file its 
supplement making the 20-cent reduction in time to become 
effective June 18. 

The Commission, June 14, denied applications of the Bes- 
semer & Lake Erie, Pittsburgh & West Virginia and the West- 
ern Maryland for permission to bring their lake cargo tariffs, 
naming rates from northern mines, into line with the tariffs 
of other northern railroads, on less than statutory notice, not 
earlier than June 18. The Commission gave no reasons for 
its denial. 

Making answer to requests for suspension of their reduced 
lake cargo coal rates, the northern lines use the protest of the 
southern operators as practically covering the whole situation. 
However, they do give an answer to the request of the mu- 
nicipality of Detroit. In substance that answer to Detroit is 
that, inasmuch as Detroit does not use Ohio or Pennsylvania 
coal, it will pay the same lake cargo rate as Chicago, Milwaukee 
and Duluth pay upon the same coal—southern coal. 

The answer of the northern lines shows that the questions 
raised as to the meaning of the words “north of Port Huron, 
Mich., and Sarnia, Ont.,” are not regarded seriously by them. 
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They answer the arguments on those points by saying that the 
reduced rates apply on coal going north of those points anq 
that the limitation was put into the tariffs to prevent the cross. 
hauling of lake cargo coal from one lower lake port to another. 
They deem such cross-hauling as undesirable and unnecessary 
and assert that it was never intended to break the rate struc. 
ture on lake cargo coal in the area of the lower ports. They 
point out that the present tariffs, in their limitations to points 
beyond Port Huron and Sarnia and to December 31, 1928, are 
similar to the tariffs they filed in 1921 making a reduction of 
28 cents per ton on lake cargo coal to the upper lake ports, 
including those on Lake Michigan south of an imaginary line 
drawn through Port Huron and Sarnia. Further, they assert 
the protesting carriers maintain similar rates to tidewater ports 
for application inside and outside of the capes and that time 
limitation is not at all unusual in tariffs. 

As to the mechanics for the refunding of the 20-cent reduc- 
tion, the northern lines explain the whole operation to be carried 
on by the Ore and Coal Exchange to show there is nothing 
vague, uncertain or indefinite about the method any more than 
there was in 1921, when, they declare, the southern carriers 
made use of that exchange for bringing into effect the 28-cent 
reduction. 

“The carriers filing this reply resent any allegation on the 
part of the protestants of a lack of good faith,” says the answer, 
“and say to the Commission that the tariffs were filed 
in a sincere effort to preserve the relationship of rates which 
this Commission found to be proper as the result of its inves- 
tigation in the Lake Cargo Coal Cases, 126 I. C. C. 309.” 

Discussing the zone of reasonableness and the arguments 
made by the southern carriers in I. and S. No. 2967, the most 
recent lake cargo coal rate case, the northern lines said that, 
using the argument of the Louisville & Nashville in that case 
“that while this reduction of 20 cents per ton might bring the 
rates close to the minimum of reasonableness, yet the carriers 
(northern) felt it better to handle a volume of coal upon the 
lower rate, than to continue to lose their lake cargo coal traffic 
during the year 1928, and for the period following 1928, be- 
cause, if the southern operators and the southern carriers are 
permitted to monopolize the market during 1928, it will be diffi- 
cult for the northern operators and their carriers to make any 
headway toward recovering markets which should be open to 
them.” 

“The northern railroads deny that any rate war has been 

initiated by them,” says the answer, “but state that if a rate 
war has been started, it was initiated by the action of the south- 
ern railroads in reducing their rates 20 cents per ton, to be- 
come effective August 28, 1927, to follow down the reduction 
in the northern rates ordered by the Commission in its second 
decision in Lake Cargo Coal Rates, 1925, 126 I. C. C. 309. 
The proposed reduction by the northern lines is intended to 
restore, for this season, the differential relationship established 
by the Commission’s order, and is in no sense the initiation 
of a rate war. Neither is it a retaliatory action against south- 
ern carriers or operators as alleged by protestants.” 

A like answer has been filed by the Wheeling & Lake Erie. 
That road, in many phases of the lake cargo coal rate contro- 
versy, has acted independently but not antagonistically to other 
northern lines. 

In support of an application for suspension, the Illinois 
Coal Traffic Bureau asserts the reduction is to be accomplished 
by “rebates or refunds”; that the proposed rates will be below 
the measure of minimum reasonableness, “which fact is fully 
established of record by the testimony of the carriers now pro- 
posing the same” in the various lake cargo coal cases; that 
under the present adjustments this lake cargo coal has almost 
eliminated Illinois coal in the northwestern territory “and the 
effect of this gratuitous refund would be to completely eliminate 
Illinois coal therefrom;” that the effect would be unduly to 
prefer this lake cargo coal to the prejudice and discrimination 
of the Illinois coal; to reduce the earnings of Official territory 
carriers and unduly burden the transportation generally through- 
out the territory, including Illinois, and to the prejudice of 
other traffic. 

The petition asserts that the only justification offered was 
the competitive situation resulting from the “temporary undue 
reduction of the southern rates, under the decision of the 
federal court, which latter is apparently based on a misconcep- 
tion of fundamentals and principles applicable, a reversal of 
which by the Supreme Court may be confidently anticipated, 
and that the proposed reduction is but a factor in a destructive 
rate war, to prevent which, as the Supreme Court has stated, 
this Commission was given the minimum rate power.” It asserts 
that the schedules are illegal and in contravention of sections 
1, 3 and 15, without justification “and that to permit the same 
to go into effect would be for this Commission to exchange 
its birthright for a mess of pottage of expediency.” 

In support of the tariffs of the northern lines, Ernest S. 
Ballard and Arvid B. Tanner, for the Eastern Ohio Coal Opera- 
tors’ Association and coal operators of Ohio No. 8 and Cam- 
bridge districts, assert that the “protestants have insisted on 
pursuing to the limit what they regard as their technical legal 
rights, not only as against the northern carriers and shippers 
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put as against the Commission itself. They are entitled to no 
‘consideration’ from the Commission beyond the scrupulous and 
exact administration of the law. That requires that the pro- 
posed rates be permitted to take effect.” 

The Ohio operators assert that the proposed rates are not 
unreasonably low per se; that they are not unreasonably low 
relatively; that the restriction to points north of Port Huron 
and Sarnia is not unjustly discriminatory under section 2 or 
unduly preferential or unduly prejudicial under section 3; that 
it is idle for Detroit to say that its taxpayers will pay more 
for lake coal consumed by the city utilities than the taxpayers 
of Duluth because Detroit does not use northern coal and be- 
cause it does not appear that Duluth uses it; that the draw- 
pack and automatic expiration are not unlawful; and that it is 
not incumbent upon the Commission to suspend the proposed 
reductions under section 15a. 

“Protestants rely principally upon the contention that the 
proposed reduction from the northern districts is the first step 
in a rate war,” say the Ohioans, “and that the Commission is, 
therefore, authorized and required to suspend and disapprove 
the proposed reduced rates on the ground that they would im- 
pair the reasonable return under section 15a. 

“If this argument is sound, it comes too late. If the present 
situation as among the carriers participating in the lake cargo 
coal rate structure constitutes a rate war, that rate war was 
commenced when the southern carriers published the $1.71 rate 
from the southern districts. . . It is universally recognized 
that the southern reduction was made as a result of the north- 
ern reduction ordered by the Commission. In the absence of 
the reduction from the north no reduction from the south 
would ever have been thought of. The rate war, if it be a 
rate war, was therefore started when the southern reduction 
was made. The northern carriers are now seeking to meet the 
southern reduction, as to certain destination territory, by pub- 
lishing similar reductions. The Commission attempted to 
forestall this situation by disapproving the southern reductions 
on the ground that they would impair the carriers’ return in 
der section 15a. Inasmuch as the Commission was prevented 
from intervening at that point by the suit instituted by the 
principal protestants and acquiesced in by the southern car- 
riers, the Commission should not now intervene at the behest 
of the same parties. 

‘It is a trifle late for the southern interests to concern 
themselves over the serious public consequences of a rate war. 
They created the present situation—the southern carriers by 
publishing the 20-cent reduction and the southern operators 
by obtaining an injunction against the Commission’s order re- 
quiring its cancellation. Having thus flouted the power of the 
Commission and ignored the rights and interests, of the public 
at that stage for purely selfish reasons, they raise the cry of 
‘rate war’ and appeal to the public interest now with exceed- 
ingly poor grace. ... 

“Bvery argument which the southern interests made in 
favor of the southern reduction is applicable to the northern re- 
duction and the additional conclusive argument that it will 
restore the rate relation which the Commission approved and 
established.” 

In support of its request for suspension the Norfolk & 
Western contends that the reductions, if permitted to become 
effective, will result in rates that will be unjustly and unrea- 
sonably low in that they will be substantially less than the 
general level of rates maintained by the same carriers from 
the same origin districts to destinations in the same general 
territory, without any competitive reason for such lower rates; 
they will cast an undue burden upon other traffic; and they 
will be less than compensatory, according to the evidence which 
has heretofore been introduced in other cases relating to the 
lake cargo coal rate structure, by the carriers now proposing 
these reduced rates. It contends that the proposed rates ‘will 
tend to break down and render unremunerative the entire struc- 
ture of lake cargo coal rates. 

The Pittsburgh Chamber of Commerce has wired the Com- 
mission asking that applications for the suspension of the tariffs 
of the northern lines be denied. A telegram of similar import 
has also been received from W. J. Rainey, Inc., a northern 


operator. 


PETITIONS FOR REHEARING, ETC. 


No. 16200, Oklahoma Traffic Assn. et al. vs. Alabama & 
Vicksburgh et al. Southwestern Lines, defendants in this pro- 
ceeding, ask modification of order. 

No. 16827, Commercial Club of Fargo, N. D., et al. vs. Great 
Northern et al. Complainants ask rehearing. 

No. 20390, Atlantic Coal Tar Distillates vs. Pennsylvania 
et al. Complainant asks further hearing and further consid- 
eration. 

No. 18380, Stevens Paper Mills, Inc., vs. Pennsylvania et al., 
and No. 19081, Marquardt Hewitt Corp. vs. Pennsylvania et al. 
Complainants ask further hearing and further consideration. 

No. 18773, Manufacturers’ Traffic Bureau for the Compound 
& Pyrono Door Co. vs. Baltimore & Ohio et al. Defendants ask 
for reconsideration, reargument, and postponement of effective 
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date of order solely on question of reasonableness and rep- 
aration. 

No. 18734, Brennan & Corrigan, Inc., vs. Erie et al. De- 
fendants ask for modification of order entered on March 20, 
1928, changing effective date from May 21, 1928, upon not less 
than five days’ filing and posting, to June 21, 1928, upon not 
less than five days’ filing and posting, or to a date at least 10 
days subsequent to any order that the Commission may issue 
based upon this petition. 

No. 19462, Liberty Cooperage & Lumber Co. vs. Wabash 
et al. Complainant asks for reargument. 

No. 18418, Sub. 1, Firestone Tire & Rubber Co. et al. vs. 
Akron, Canton & Youngstown et al. Complainants ask Com- 
mission to reopen this proceeding for the sole purpose of mak- 
ing a part of the record herein the report proposed by Exam- 
iner Howard Hosmer, in No. 15879, Eastern Class Rate In- 
vestigation. 

No. 12596, Pressed Steel Car Co. vs. Director-General, as 
agent, Baltimore & Ohio et al. Director-General, as agent, 
asks for vacation and setting aside of order. 

No. 15292, Traffic Bureau of Nashville vs. Louisville & 
Nashville et al. Defendants ask the Commission to dismiss 
complainant’s petition for reconsideration of denial of dam- 
ages on ground that said petition was filed too late, and that 
it does not comply with, and is barred by, rule XV (e) of the 
Rules of Practice of the Commission, and because a similar 
petition in this case has already been denied by the Commis- 
sion. 

No. 15082, Capital Grain & Feed Co. et al. vs. Illinois Cen- 
tral et al. Defendants ask the Commission to dismiss the com- 
plainants’ petition for reconsideration of denial of damages on 
ground that said petition was filed too late, and that it does 
not comply with, and is barred by, rule XV (e) of the Rules of 
Practice of the Commission. 

No. 19149 and Sub. 1, Providence Fruit & Produce Exchange 
et al. vs. New Haven et al. Complainants ask for rehearing or 
reargument or further consideration on the record as made. 

No. 19507, Rumford Chemical Works vs. New Haven et al. 
Complainant asks for reconsideration of the findings of facts 
and conclusions of law in respect to certain findings of fact, 
which complainant knows to be erroneous, and as to the un- 
reasonableness of the rates charged and award of reparation. 

No. 16864 (and Sub. No. 1), J. R. Beggs & Co. et al. vs. 
Baltimore & Ohio et al., and No. 17215 (and Sub. No. 1), Same 
vs. Same. Complainants ask for oral argument either before 
a division or the entire Commission. 

No. 18332, John F. Barker Produce Co. et al. vs. Arizona 
Eastern et al. Defendant asks rehearing. 


SUSPENDED TARIFFS 


In I. and S. No. 3118, the Commission has suspended from 
June 8 until January 8 schedules as published in the following 
tariffs issued by the Atchison, Topeka & Santa Fe Railway 
Company: Supplement No. 7 to I. C. C. No. 10422, supplement 
No. 6 to I. C. C. No. 10499, supplement No. 3 to I. C. C. No. 
10557; I. C. C. No. 10621. The suspended schedules propose 
to increase the minimum per car charge on fresh meat and 
packing-house products in peddler cars from, to or between 
Arizona, California and New Mexico from 10,000 pounds at the 
fourth class rates to 10,000 pounds at the higher fresh meat 
rates. For example, from Denver, Colo., to Las Vegas, N. M., 
— minimum charge per car is $94 and the proposed 

In I. and S. No. 3119, the Commission has suspended from 
June 11 until January 11 schedules published in supplements 
Nos. 8 and 9 to Glenn’s I. C. C. No. A-644. The suspended sched- 
ules propose to increase and reduce the rates on paving brick, 
carloads, from points in Ohio, Kentucky, Illinois, Tennessee and 
Alabama to Crawford and Jacksonville, Fla., Brunswick and 
Savannah, Ga., and Charleston, S. C. The following is illus- 
trative, rates being in cents per 100 pounds: 


From Owensboro, Ky., to Jacksonville, Fla. (proper), present 23, 
proposed 2214; (for beyond), present 20, proposed 191%. From Birm- 
ingham, Ala., to Jacksonville, Fla. (proper), present 1614, proposed 
17; (for beyond), present 131%, proposed 14. 

In I. and S.. No. 3120, the Commission has suspended from 
June 14 until January 14 schedules as published in supplements 
Nos. 43 and 45 to Speiden’s I. C. C. No. 1049. The suspended 
schedules propose to cancel commodity rates on bags and bag- 
ging, carloads, from Nashville and Memphis, Tenn., to points 
in southeastern territory, and to apply higher sixth class rates 
in lieu thereof. The following statement is illustrative: 


Rates in cents per 100 pounds in burlap bags, C. L., from Nash- 
ville, Tenn., to Montgomery, Ala., present 36.5, proposed 50; Eufaula, 
Ala., present 48, proposed 57; Americus, Ga., present 50.5, proposed 59. 


UNCONTESTED FINANCE CASES 


Report and certificate in F. D. No. 6815, authorizing the acquisi- 
tion by the Northwestern Bell Telephone Co. of certain properties of 
the Dakota Central Telephone Co., approved. 

Report and certificate in F. D. No. 6746, authorizing the Louis- 
ville & Nashville R. R. Co. to abandon part of a branch line of rail- 
road in Covington county, Ala., and Walton county, Fla. (extending 
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from McPhail in a general southerly direction to Paxton, a distance 
of 4,154 feet, of which 545 feet are in Covington county, Ala., -and 
3,609 feet in Walton county, Fla.), approved. 

Report and order in F. D. No. 6877, authorizing the Yazoo & 
Mississippi Valley R. R. Co. to issue $2,374,000 of 5 per cent gold 
improvement bonds, series Y, said bonds to be delivered at par to 
the Illinois Central R. R. Co. in payment of advances made by it to 
the applicant, approved. 

Report and certificate in F. D. No. 6698, authorizing the Tenn- 
essee & North Carolina Railway Co. to acquire and operate a line 
of railroad in Cherokee and Clay counties, N. C. (extending in a 
general southerly direction from Andrews to Hayesville, a distance 
of 24.84 miles), approved. 

Report and order in F. D. No. 6365, authorizing the Ashland Ry. 
Co. to issue $6,000 of capital stock, consisting of 60 shares of the par 
value of $100 each, said stock to be delivered at par to subscribers 
therefor in payment for the property of the former Alabama North- 
ern Ry. Co., approved. 


FINANCE APPLICATIONS 


Finance No. 6944. Joint application of Mountain States Telephone 
& Telegraph Co. and the Pioneer Telephone Co. for approval of ac- 
quisition by the Mountain company of the property of the Pioneer 
company in McCone and Dawson counties, Mont. 

Finance No. 6945. Los Angeles & Salt Lake Railroad Co. asks 
authority to abandon four-tenths of a mile of its Rialto branch in 
Rialto, Calif. Applicant says there has been no revenue operation 
thereon, either freight or passenger, for more than five years, and 
that there is no future opportunity therefor. 

Finance No. 6946. Port Reading Railroad Co. asks authority to 
extend service to South Bound Brook, N. J. 

Finance No. 6948. The Minneapolis, St. Paul & Sault Ste. Marie 
Railway Co. asks authority to issue and sell $1,260,000 of 4 per cent 
equipment trust certificates to a syndicate composed of the Illinois 
Merchants Trust Co., Harris Trust & Savings Bank, First Minne- 
apolis Trust Co. and Minnesota Loan & Trust Co., in connection with 
acquisition of 8 locomotives, 400 box cars and 8 combination baggage- 
smoking cars at a cost of $1,695,462. The syndicate’s bid was 97.21 
per cent of par. 

Finance No. 6950. The Goshen & Deckertown Railway Co. asks 
authority to extend for a period of 50 years its first mortgage ex- 
tended bonds, amounting to $186,500. 

Finance No. 6951. The Chicago, Springfield & St. Louis Railway 
Co. asks authority to acquire and operate the Jacksonville & Havana 
railroad and to operate over the tracks of the Burlington between 
Waverly and Jacksonville, Ill., under a trackage agreement. Ap- 
plicant and the J. & H. were formerly part of the East St. Louis- 


Peoria line of the old C. P. & St. L., and have been under the same - 


management since they were purchased following authorization of 
abandonment of operations by the old company. Approval of the 
application would permit entire rehabilitation and reconstruction of 
the two lines and the full utilization of the Havana gateway for inter- 
change of traffic, said the applicant. 

Finance No. 6955. Joint petition of Botetourt Telephone Co. and 
the Chesapeake & Potomac Telephone Co. of Virginia for approval 
of purchase by the latter of property of the former in Virginia. 

Finance No. 3287. North & South Railroad Co. asks extension of 
time within which to complete its railroad from Miles City, Mont., 
to Casper, Wyo., to December 31, 1930. 

Finance No. 6952. Hillsboro & North-Eastern Railway Co. asks 
authority to issue short term notes in the sum of $30,022.20 to dis- 
charge, refund and replace notes issued without authority from the 
Commission. 


FINAL VALUATION REPORTS 


Valuation No. 83, Toledo, St. Louis & Western Railroad Co., 
opinion No. B-670, 141 I. C. C. 287-361, final value for rate-making 
purposes of property owned and used for common carrier purposes 
found to be $17,376,540; of property owned but not used, $98, and 
of property used but not owned, $41,125, as of June 30, 1916. 

Valuation No. 739, Brimstone Railroad & Canal Co., opinion No. 
B-673, 141 I. C. C. 445-65, final value for rate-making purposes of 
property owned and used for common carrier purposes found to be 
$187,000, and of property used but not owned, $72, as of June 30, 1918. 


MOVEMENT OF WHEAT CROP 


“One feature of considerable importance, from a car supply 
standpgint in the southwest, is the likelihood of a considerable 
proportion of the southwestern grain moving by rail to points 
north and east of Kansas City,” says L. M. Betts, manager of the 
closed car section of the car service division of the American 
Railway Association, in a letter to all railroads with reference 
to moving the wheat crop this season. 


Experienced grain men tell us that up to date there have been 
no advance sales of wheat for export, and there is nothing in the 
present price situation which indicates when such demand will be- 
come a factor. Furthermore, reports from the upper lake ports in- 
dicate an accumulation in elevators and cars of over 70,000,000 bushels 
of grain at Fort William and Port Arthur awaiting orders, as com- 
pared with less than 30,000,000 bushels there this same time last 
year. Our own port of Duluth has over 15,000,000 bushels in storage, 
as compared with 7,500,000 bushels at this time last year. Buffalo 
elevators are comfortably filled, and it is reported that there is a 
similar situation at Montreal. 

The effect of this situation is likely to be a considerable scat- 
tering of cars in the grain traffic from the southwest with the initial 
movement. Should this result in any pronounced drain upon the car 
supply of the southwestern roads, it will be necessary to take measures 
to equalize their supply. 

The situation as to this possible lack of export demand and con- 
sequent reduced grain movement through gulf ports, of course, may 
change entirely within the next thirty days, but at present it is a 
factor to be reckoned with. 


G. N.-N. P. UNIFICATION 


The Public Service Commission of Oregon, in its brief as 
intervener in Finance No. 6410, the Great Northern-Northern 
Pacific unification case, says that the arguments against the 
proposed merger are insignificant and negligible when com- 
pared with the probable benefits, and that Oregon should not 
be deprived of the great advantages that must certainly follow 
the approval of the application. 
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MEETING OF TRAFFIC CLUBS 


(By a Staff Correspondent at San Francisco, Calif.) 


Thirty-one of the forty-nine member clubs of the Assogj. 
ated Traffic Clubs of America were represented by 61 delegates 
and alternates at the sixth annual convention of the associa. 
tion at San Francisco, June 12 and 13, which was a pleasant 
surprise to some who, though recognizing the force of the argy. 
ments in favor of holding the meeting on the Pacific coast, 
feared that the representation might be too small. There haye 
been as few as 33 clubs represented at other recent meetings, 

The convention was called to order at ten o’clock Tues. 
day morning by W. C. Fitch, of San Francisco, executive vice. 
president of the association, who had presided at the meeting 
in April at which, by previous arrangement, there was no 
quorum, and had postponed the meeting until June. 

The invocation was offered by Bishop E. L. Parsons and 
and address of welcome was made by Col. Charles E. Stanton, 
chairman of the board of public works, as the representative 
of Mayor Rolph, who was at the Republican national conven. 
tion at Kansas City. A brief response was made by President 
T. C. Burwell. This was followed by the introduction of dele- 
gates from the women’s clubs of San Francisco and Los An- 
geles and two women who had been sent as delegates by the 
Little Rock club. 

President Burwell made a brief report, including mention 
of his letter to the President of the United States with respect 
to the association’s action on the Hoch-Smith resolution, which 
letter has been printed in The Traffic World, and a letter from 
Norman F. Titus, of the Department of Commerce, expressing 
regret at his inability to attend the convention and sympathy 
with the purposes of the association. All the delegates were 
then called on to introduce themselves and explain their afiili- 
ations. 

Secretary F. A. Doebber made an extended report of the 
work of his office, stating that a majority of member clubs had 
ratified the association’s resolution adopted at Richmond with 
respect to the Hoch-Smith resolution, but that a majority rati- 
fication had not yet been obtained of the association’s action 
with respect to railroad consolidation legislation, largely be- 
cause the bill that had been endorsed had been changed in 
Congress in the meantime. 

The report of the treasurer, W. T. Vandenburgh, showed a 
balance in the treasury of something over $1,500. 


Board of Directors Action 


Chairman H. A. Palmer made a report of the meeting of 
the board of directors held the previous day. He reported that 
the board had filled vacancies in its membership by electing 
W. E. Butterbaugh, of the school of business, University of 
Minnesota, to succeed W. H. Hitzelberger, of Dallas; T. T. 
Webster, general traffic manager, G. H. Mead Company, Day- 
ton, Ohio, to succeed J. E. Kraseman, of Milwaukee, and G. F. 
MacGregor, executive general agent, Frisco Lines, and presi- 
dent of the Kansas City Traffic Club, to succeed L. E. Ayer, 
formerly of Kansas City, now of Detroit. 

With respect to the resolution offered by the Oklahoma 
City Traffic Club, providing for only one meeting of the asso- 
ciation a year, instead of two, regional meetings to take the 
place of the fall meeting, which resolution, as offered at the 
Richmond convention and referred to the board, was published 
in The Traffic World at the time, he said the board had con- 
sidered the proposal seriously and, though it recognized the 
merit of the idea and the arguments made for it, it believed 
the time had not yet come when it might be tried with safety; 
the board feared that it might result in failure through lack of 
sufficient interest to sustain it. It, therefore, recommended 
that the resolution be tabled, but that it be docketed for a later 
hour in the convention proceedings so that its friends might 
have an opportunity to defend it. This was done. 


Political Rate-Making 


Mr. Palmer then submitted the following resolution from 
the board of directors on the subject of political rate-making: 


Whereas, the signs of attempted and, in part, successful attempts 
at political rate-making and political control of rates, always deplored 
by this association, are increasing and their effects are becoming 
more and more serious and. harmful; 

And, whereas, these attempts are illustrated by the Hoch-Smith 
resolution of Congress, condemned from the first by us; the refusal 
of the United States Senate to confirm the reappointment by Presi- 
dent Coolidge of John J. Esch to the Interstate Commerce Commis- 
sion; the recent unanimous resolution of the United States Senate 
requesting the Interstate Commerce Commission to put rates on grain 
and live stock in the northwest United States on a par with rates 
on the same commodities in Canada, though rates on live stock in 
this country are already substantially twenty per cent lower than 
on live stock in Canada; and by other similar actions and proposals 
of Congress or the members thereof; 

Resolved, that the Associated Traffic Clubs of America, meeting 
in annual delegate convention at San Francisco, Calif., June 12 and 
13, 1928, declares for a return to the policy of interstate commerce 
regulation by and through the Interstate Commerce Commission, 
to be composed of men chosen for their duties because of their 
qualifiiations; calls on industrial and railroad traffic men to realize 
the seriousness of the situation and to do what they can to correct 
it; and urges the law-making authorities to consider the consequences 
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of the policies toward which they are heading. Regulation of inter- 
state commerce, to be fair and successful, must be by disinterested 
men, properly equipped for the task, and without political prejudice 
or interference of any sort. 


The resolution was ordered printed and distributed, to be 
voted on the following day. 


Membership Committee 


Chairman T. B. Curtis submitted the following report of 
the membership committee, and it was accepted with thanks: 


(1) In submitting our sixth annual report: of operations, your 
general chairman will omit the customary recitation of organization- 
personnel within this committee. This was detailed in our semi-annual 
report submitted at Richmond in October, 1927, and you will recall 
our operations have been conducted by thirty-seven members, di- 
vided into seven regional committees, functioning under regional 
vice-chairmen: 

(2) While we have not attained the goal prescribed at the outset 
of the year, we have successfully added to our national roster five 
traffic club organizations, located as follows: 

Chicago, Ill.; Jacksonville, Fla.; Joplin, Mo.; Oakland, Calif., and 
Seattle, Wash. 

The organization referred to at Chicago, is the Junior Traffic 
Club of Chicago, the senior traffic club being one of our charter 
members. 

(3) These five clubs are not the seven clubs we promised you at 
the outset but we feel this committee has materially added to the 
strength of the national association and assisted toward broadcasting 
its aims and purposes. Your general chairman now closes his third 
consecutive year at the head of your membership committee and is 
more than ever convinced that if time and clerical help were avail- 
able—away from the personal necessity of earning our daily bread— 
the work of the membership committee could be pushed along 
“selling’’ lines and our roster increased twenty-five per cent within 
a twelve months period. Our national association is without an 
equal in the fact that it has been steadily built the past six years, 
by men actively engaged in the business world and yet devoting 
portions of their time to the advancement of our profession. 

(4) There is no disguising the fact that the work of our educa- 
tional committee materially assisted the membership committee in 
gaining new members and in some instances holding to our roster 
—— wherein questions had arisen of material benefits to 
be derived. 

(5) Commencing the year with forty-nine member-clubs, ad- 
ditions mentioned would produce a total of fifty-four member-units 
but unfortunately we have had three withdrawals and one dissolu- 
tion during the year. The Toledo (Ohio) Transportation Club re- 
signed with the statement that their functions were purely social 
and their membership not interested in our educational or other 
national efforts. The Traffic Club of San Antonio (Texas) resigned 
with the idea that no material benefit was derived to that club from 
their particfpation. The Traffic Club of Milwaukee has also resigned, 
in the belief that the cost of their membership could no longer be 
borne. We are sorry to report the Mt. Vernon (New York) Traffic 
Forum dissolved during the year and no longer exists. Our present 
roster consists of forty-nine member-units. 

(6) From these statements you will see that the variance in 
human nature is as great in the aggregate as it is in the individual. 
It is toward just these conditions that the “sales manager’ of your 
association—the general chairman of your membership committee— 
must bend his future efforts and along with the duties of securing 
increased membership. 

(7) Aside from these fifty-three. organizations just referred to, 
we have in prospect thirty-six non-member units of varying size 
and you can appreciate the vast detail required to bring before these 
“outside clubs’’ the real necessity for their participation in our 
national program. During the year three new traffic club organiza- 
tions have been formed: Viz.: Baton Rouge, La., Racine, Wis., and 
Anderson, Ind. Among these thirty-nine non-member organizations 
are many we are either directly or indirectly responsible for or- 
iginating. Likewise, we have tentative organizations in prospect at 
nine other cities. Some of these could afford really worthwhile traffic 
clubs, while the size of other smaller cities, we much doubt, would 
admit of maintaining traffic clubs for any length of time. In this 
we have had no small amount of experience. 

(8) During the year we have issued numerous circulars, prepared 
and secured our first supply of formal and uniform application 
blanks, have had much correspondence in service and helpful sug- 
gestions to both member and non-member clubs, and assisted in the 
educational work of forming traffic study clubs. In its entirety the 
year has been fruitful and contained many developments of promise 
for the future. We are grateful to all those who have so willingly 
contributed in the work of the year and we will leave to our suc- 
cessors such concrete ground-work for the future structure-enlarge- 
ment of our national association. 


Mr. Curtis also read the report of the speakers’ committee 
for Chairman H. A. Manning, who could not be present. The 
principal work of the committee had been to prepare a list of 
speakers from which traffic clubs might draw. 

President Burwell appointed a nominating committee of 
nine members, with C. B. Hesse, of St. Louis, as chairman, to 
report the next day. 

A committee on procedure consisting of Mr. Hull, of Rich- 
mond, Mr. Thomas, of Dallas, and Mr. Hesse, with Mr. Hull as 
chairman, was also appointed. 


Educational 


Chairman W. E. Butterbaugh, of the educational committee, 


made the following report: 

The second annual report of the educational committee merely 
summarizes some of the more outstanding activities in which it 
has been called upon to participate during the past six months, and 
makes certain suggestions as to how the various traffic and trans- 
portation clubs may increase their spheres of usefulness to their 
members and to the traffic profession. 

For convenience, the subjects treated in the report are classified 
under two headings: First, a little something as to the services that 
have been rendered by the committee. These deal with: The pro- 
motion of open forum meetings; the preparation of traffic depart- 
ment promotional material; the correction of omissions and errors in 
printed matter; the rendering of a vocation guidance service; the 
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the preparation of traffic 


assistance given educational institutions; . 
e 


questionnaires; the cooperation with shippers’ advisory boards; 
elimination of industrial waste. 

The second part of the report deals with suggestions for future 
usefulness: The organization of railroad groups; the entertainment 
of prominent foreign visitors; the holding of national traffic examina- 
tions; the recognition of meritorious traffic service. 


Open Forum Meetings 


As requested by delegates at the Memphis meeting, as well as by 
many member and non-member clubs throughout the country, sug- 
gested programs have been prepared by the educational committee 
for their use in organizing and conducting open forum and round- 
table meetings, study groups and current event classes. 

The response has been very encouraging. While the programs 
prepared have not necessarily been used, they have promoted and 
encouraged the idea of holding such meetings. 

It is safe to say that about one-third of our clubs are now doing 
something along this line—and today there is more activity in this 
matter among traffic men than has ever been true before. Traffic 
clubs stand for more than simply social gathering places. Their place 
in business is being magnified and much good is resulting. 


Traffic Department Promotion Pamphlet 


Through the cooperation of P. H. Banks, A. T. M., Indian Re- 
fining Co., Lawrenceville, Ill., we have prepared a pamphlet setting 
forth “‘The Accomplishments of an Industrial Traffic Department.”’ 
The board of directors has authorized us to publish this immediately. 

The purpose of this article, which is a redraft of an address made 
by Mr. Banks before seventeen traffic meetings, is to point out to 
business executives the value and importance of a traffic department 


‘to a business concern. 


It is planned to carefully distribute this pamphlet to business 
men, from lists to be prepared by the local clubs. Such lists should 
be compiled as soon as possible by the officers of each club. They 
may be supplemented from time to time and sent to the chairman 
of the educational committee or to our secretary. 

There is no expense to member clubs, in connection with this 
service, and it is hoped that in this way new traffic departments 
may be created and existing ones developed and expanded in all 
parts of the country. 

The article has appealed to certain traffic men in England to 
the extent that they have requested our permission to reproduce it 
in a leading transport magazine published in London. 

There has also been made available to us, through the courtesy 
of the ‘Traffic World,’’ copies of a little pamphlet written by Prof. 
G. Lloyd Wilson, of the University of Pennsylvania, and a member 
cf our committee, which sets forth “The Duties of a Traffic De- 
partment.” This we plan to use in the same way. Additional ma- 
terial will be prepared during the coming year. 


Correcting Editorial Matters ° 


Frequently there appears in print a book, a magazine article, 
or perhaps a business form—some such material which treats of busi- 
ness activities in general, but slights those of a traffic and trans- 
portation nature. 

For instance, an eastern concern recently published a study on 
business which contained organization charts. Our attention was 
called, by the Traffic Club of St. Louis, to the oversight of the 
traffic department in one of the charts. We took the matter up 
with the result that the more recent studies of this firm have given 
proper recognition to the traffic department. A large Seattle fur- 
niture house called attention, in an advertisement, to all of their 
departments with the exception of the traffic department. This 
ommission was brought to the attention of the advertising department 
by members of the Seattle Club. 

Our committee has attracted the attention of publishers and 
authors to some of these omissions; but it is equally the duty of the 
local educational committees to take these matters up direct, when 
noticed in their communities, or to call them to our attention. 
Both procedures have been followed during the past six months, but 
the practice should become more general. 


Vocational Guidance Service 


A considerable variety of inquiries have been received and handled 
with reference to such matters as: (1) The opportunities to be found 
in the traffic field of work, (2) where to secure employment, (3) 
training courses and educational institutions recommended to fill 
certain requirements, (4) books that may be secured for specific 
needs and (5) the need for specializing certain technical branches 
of the traffic profession. For instance, one such letter has just 
arrived from a station agent employed by the Manila Railroad Co., 

. I. Each letter has been carefully handled to the best of our 
ability. Such requests for advice are welcome. We are glad to offer 
this service. The traffic profession has need for just such a central 
clearing-house where inquiries of this kind can receive attention. 


Educational Institutions 


Assistance has been rendered to educational institutions of all 
kinds, with reference to the study of traffic and transportation. 
For instance, a capable instructor was recommended to the Uni- 
versity of Buffalo; a plan for developing a series of traffic courses 
was outlined for Kalamazoo College; suitable text books were sug- 
gested for use at the University of Oregon and at Iowa State Col- 
lege, as well as for the library of the Traffic Study Club of Phila- 
delphia. These are just representative of our efforts along this line. 

The committee notes an increase in requests for this type of 
service as our work becomes more widely known. 

Traffic Questionnaires 

In response to the request of one of our clubs for suggestions 
as to the ways and means of finding out what the schools are doing 
with reference to transportation courses, we have prepared a question- 
naire for their use. It contains seven major and about twenty-one 
minor questions. It is new available for the educational committee 
of any club that desires it. This should prove a point of contact be- 
tween the clubs and the schools. It will have the result of bringing 
the two together, of showing educational officers that business men 
are interested and stand willihg to aid them in developing courses in 
this field, in order that their students may enter business better 
informed and more appreciative of the value and importance of 
traffic work. 


It is realized that on the whole our educational institutions are 
not doing what they can and should with reference to traffic courses. 
This is partly the fault of traffic men. The situation is getting better 
but is still anything but satisfactory, considered nationally. This 
questionnaire will reveal the truth of this assertion. 

A second questionnaire has been prepared for the use of educa- 
tional institutions in obtaining data from the officers of business. 
concerns with reference to their interest in traffic and transporta- 
tion courses. This may be used by educational institution or by the 
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local clubs. If by the former, it can best be made available to them 
by the educational committees of the local clubs. 

These two questionnaires will serve the dual purpose of inform- 
ing both the business and school executives as to the need for and 
importance of traffic and transportation courses. They are for your 
use. Map out a program, call for a supply and put them into service. 
We will be pleased to cooperate with you in their analysis. 


Shippers’ Advisory Boards 


The Pacific shippers’ advisory board has an educational com- 
mittee. Its purpose is to promote traffic education in the Pacific 
Coast region. 

Through the efforts of one of the members of our committee we 
are attempting to establish similar committees as a part of each 
advisory board’s organization. We hope to be able to report definite 
accomplishments along this line at our next meeting. 


Elimination of Industrial Waste 


We have closely followed up, with the transportation division 
of the department of commerce, in Washington, the matter of carry- 
ing out the object contained in the resolution submitted at our Mem- 
phis meeting and recently adopted by a majority of the member 
clubs, concerning the elimination of industrial waste due to a lack 
of or to poor traffic management. 

We are assured, by Mr. Hoover and by Norman Titus, that a 
study of this matter is provided for in the budget of their de- 
partment, effective on July 1, 1928. This is indeed gratifying, for 
such a study should result in officially calling the attention of busi- 
ness men, for the first time, to the need for technical ability and 
skill in handling this important phase of their business. 

The above cited services do not exhaust the activities of the 
educational committee, but they do indicate progress being made 
in carrying out our program. The report will next contain a few 
suggestions for the consideration of educational and public affairs 
committees of the local clubs. 


Railroad Traffic Meetings 


The question is sometimes raised as to what we can do to en- 
courage a better understanding of traffic matters and current trans- 
portation problems among railroad men. 

We would suggest that the various clubs consider the matter 
of assisting their railroad members to organize. This has already been 
done in certain cities. 

For example, there can be organized: 
associations, (2) passenger traffic officers’ clubs, 
traffic officers’ associations. 

Splendid illustrations of the value of such groups can be noted 
in the Twin Cities. The local clubs can promote and encourage 
this sort of thing by suggesting to the railroad men that they or- 
ganize, by furnishing places to meet and by supplying programs 
and speakers. 

The local clubs profit by having these groups within their organiza- 
tion, and the railroad men also bénefit by this means for receiving 
a better understanding of their work. 


Visitors From Britain 

The educational committee has been in touch with a committee 
representing the Industrial Transport Association of Iingland, with 
reference to the proposed visit which a group of their members are 
planning to make to this country next spring. 

They are anxious to study the methods of handling shipments 
used by our carriers and shippers. It is to be primarily an educational 
inspection trip. It is hoped that our various clubs will extend these 
distinguished gentlemen invitations to meet with them, and that 
individual traffic men will see that they are made familiar with our 
methods of managing traffic in our respective places of business. The 
exchange of ideas will be mutually beneficial. And, furthermore, 
it may be possible that this association may desire to sponsor a 
return trip to the British Isles and to the Continent for a similar 
purpose at some date in the future. 

Please have your clubs write us what you desire to do in order 
that we may communicate your invitations to their committee and 
they may then prepare definite itineraries. 

Recognition of Meritorious Service 


In order to promote the rendering of meritorious service to the 
traffic profession, to stimulate its upbuilding, to attract attention 
and respect to its importance, and in some small measure to reward 
those who unselfishly give their time and effort to the promotion of 
traffic work, the Educational Committee recommends that the Asso- 
ciated Traffic Clubs of America, at each annual meeting, award 
certificates and medals in public recognition of the following services: 

First, a gold medal to the individual who, during the preceding 
year, has rendered the most outstanding contribution, in any man- 
ner or method, to the upbuilding of the traffic profession. (Each 
member club to be entitled to nominate one candidate for this honor, 
decision as to the winner of the award to be made by the Board 
of Directors.) 

Second, a certificate to the educational institution that has made 
the most progress in the development of traffic education during the 
preceding year. (The winner to be determined by the Educational 
Committee.) ; 

Third, a silver medal to the individual who has rendered the most 
helpful and useful service during the preceding year in the making 
of public addresses on traffic subjects. (The winner to be determined 
by the Speakers’ Committee.) 

Fourth, a certificate to the newspaper that has during the pre- 
ceding year published the most_statesmanlike editorials treating 
current transportation problems. (The winner to be determined by the 
Board of Directors.) 

Fifth, a gold medal to the author of the book, magazine article, 
or any other published manuscript that is considered the most valuable 
contribution to the literature of the traffic or transportation field. 
(The winner to be determined by the Educational Committee.) 

It is further recommended that awards for the year ending 
December 31, 1927, be determined by the above mentioned commit- 
tees and be announced by the Associated Traffic Clubs of America 
at the next meeting of the Association. 

National Traffic Examinations 

No action has been taken, as yet, with reference to the proposal 
made at our last meeting that arrangements be made for holding 
in the club quarters of member clubs, once or twice each year, under 
the auspices of this committee, national traffic examinations for those 
desirous of qualifying for recognition in the various fields of traffic 
work—industrial, carrier and governmental. 

Perhaps the time has not yet arrived for carrying out this con- 
structive idea, but it should be given thought by the local educa- 
tional committee to the end that its merits may be determined. 

As everyone knows, similar examinations are held by the trans- 
portation men of England and, in this country, in the various pro- 
fessions and in severalsfields of business, as for example, in account- 
ing, banking and more recently in insurance. The traffic clubs can do 
much to advance the reputation and standing of their work, and that 


(1) Local freight agents’ 
(3) off-line freight 
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of their members, by promoting this idea. It can be handled With 
very little difficulty whenever traffic men are ready for it. The 
Educational Committee is prepared to carry out such a plan but 
prefers that a demand for it come from those engaged in traffic ‘work 
throughout the country. 

Conclusion 


In conclusion it might be suggested that the clubs that have not 
appointed Educational Committees do so at once. There is plenty 
of work for such a committee and the earlier a start is made the 
better. Assistance will be rendered local clubs by the National Edu. 
cational Committee, as far as it is possible to do so. 

Furthermore, speakers’ committees should be organized more than 
they have been—functioning as did the four-minute speakers usgeq 
during the Liberty Loan Campaigns. These groups can do a great 
deal toward spreading a better understanding of traffic work by 
appearing before meetings of all kinds in their cities. 7 

We shall be glad to have your recommendations for new members 
for our committee. Also, to have your suggestions as to matters 
re think pong receive our attention. 

nally, we are happy to say that we are very much satisfj 
with the progress being made in this branch of our activities, . 
has more than justified itself and the program appears to have a 
future that will be filled with increasing opportunities to render 
service to traffic men. 

On motion of Mr. Palmer, the report was accepted, except 
that the section referring to recognition of meritorious service 
was referred to the board of directors for further consideration, 

In the discussion of the report, representatives of twenty 
clubs told of what their clubs were doing along educational 
lines and others testified to the benefit they had received from 


the discussion, which they hoped to transmit to their clubs. 


Session at Oakland 


Wednesday the delegates journeyed by bus and ferry from 
San Francisco across the bay to Oakland to hold the second 
day’s sessions at the Oakland Hotel. They got an early start 
and the meeting convened at 9:15 a. m. They were greeted 
by E. B. Field, president of the Oakland Chamber of Commerce. 
To his address of welcome President Burwell made brief 
response. 

As the first order of business, the amendments to the con- 
stitution adding the educational functions to the “objects” and 
changing the basis of representation were unanimously adopted, 
with slight changes in the wording of the latter provision. It 
now reads as follows: 


The annual meeting of the association shall be held in Apri 
a time and place to be selected by the board of directors. , ede 
meetings may be held at the call of the board of directors. Each 
club shall be entitled to send two delegates and two alternates to 
each meeting with one additional delegate and one additional alter- 
nate for each 200 members (or major fraction thereof over 200 mem- 
Pegs aaa eigen = apr delegates and five alternates, no club 
j e votes at any meeting th 
of accredited delegates present at tes moetieg. nee ee 


; These changes were adopted by the board of directors at 
Richmond last October and transmitted to member clubs for 
action at this convention. They are now effective. They were 
published in The Traffic World at the time of original adoption. 

A cablegram of congratulation and best wishes from the 
Industrial Transport Association of England was read and the 
secretary was instructed to send a reply of appreciation. 


Industrial Waste 


President Burwell reported his transmittal to the Secretary 
of Commerce of the association’s resolution on the subject of 
industrial waste and the department’s reply, both of which have 
been previously published in The Traffic World. In connection 
with this matter, President Burwell said that Norman F. Titus, 
who had charge of the preparing of a report by the department 
in line with the request of the association, had asked W. E. 
Butterbaugh, chairman of the association’s educational com- 
mittee, to prepare the report for the department, the matter 
having been provided for in the department’s budget, effective 
July 1. Mr. Butterbaugh had not yet decided whether to accept. 
Various means by which the clubs in the association might 
be of assistance to him, if he undertook the task, were discussed, 
but, at his request, the matter was put over for the attention 
of the new administration. 

President Burwell, under the heading, “Hoch-Smith Reso- 
lution,” on the docket, explained just what had been done to 
date by the association with respect to this matter, including 
ratification by member clubs *of the Richmond resolution, here- 
inbefore mentioned. 


Political Rates and Oklahoma Amendment 


The resolution on political rate-making, offered by the board 
of directors, was then taken up and unanimously adopted. This 
resolution, in order to be effective, must be ratified by a ma- 
jority of member clubs. 

The amendment to the constitution, proposed by the Okla- 
homa City club, was next taken up and, after a long debate by 
Messrs. Hendrick and Buffington, of Oklahoma City, on the 
one hand, and Mr. Palmer, chairman of the board of directors, 
on the other, with some participation by other delegates, was 
disposed of for the present and, by agreement of all, by send- 
ing it again to the board of directors for further investigation 
and report at the next meeting of the association. 

In connection with his explanation of what had been done 
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py the association with respect to railroad consolidation and 
other matters of legislation, on the part of the docket wherein 
opportunity was given for action or suggestions by delegates 
with respect to them, President Burwell read -his letter to 
president Coolidge commending the appointment of P. J. Far- 
rell to the Interstate Commerce Commission and a reply from 
the President’s secretary to the effect that the President ap- 
preciated and was interested in the letter. Mr. Burwell’s letter 
has previously been printed in The Traffic World. 


Election of Officers 


On the report of the nominating committee, changed slightly 
by nominations from the floor with respect to other officers 
and directors, W. C. Fitch, freight claim agent, Southern Pacific 
Company, San Francisco, executive vice-president, was elected 
president. He is the first railroad man to serve in that capacity. 
The applause was so long continued, when his name was read 
py the chairman of the committee, that Mr. Fitch had to make 
what was virtually a speech of acceptance, outlining his policies 
and expressing his appreciation, before he was actually elected. 

The others elected are as follows: Secretary, F. A. Doeb- 
ber (reelected); treasurer, W. T. Vandenburgh (reelected); ex- 
ecutive vice-president, T. T. Webster, general traffic manager, 
G. H. Mead Company, Dayton, O.; first, second and third vice- 
presidents, T. B. Curtis, H. W. Roe, and P. R. Flanagan, re- 
spectively (reelected); directors, W. C. Hull (reelected); T. C. 
Burwell, of Decatur, S. S. Butler, freight traffic manager, Frisco 
Lines, St. Louis; and B. F. McCamey, district manager, Southern 
Hardwood Traffic Association, Memphis. The last three suc- 
ceed J. L. Harris, E. M. Wentworth, and F. L. Speiden, whose 
terms had expired. The election of all officers and directors 
was made unanimous. 

Mr. Fitch, the new president, took the gavel shortly before 
final adjournment. 

A vote of thanks was given to Mr. Burwell for his services 
in the year of his administration as president. 

Invitations were received from Louisville for the next meet- 
ing of the association, and from Columbus, O., for the annual 
meeting next year. They were referred to the board of di- 
rectors. The Columbus invitation was from the local club, 
the mayor of the city, the Columbus Chamber of Commerce, and 
the governor of Ohio. The governor of Kentucky and the 
—_ of Louisville joined in the invitation from the Louisville 
club. 

Resolutions offered by the committee on procedure thank- 
ing the Pacific Traffic Association, the San Francisco Trans- 
portation Club, the Oakland Traffic Club, and Women’s Traffic 
Club of San Francisco for their hospitality, and the Los Angeles 
Traffic Club and the Women’s Traffic Club of Los Angeles for 
courtesies to delegates on their way to San Francisco, were 
adopted. 

Meeting of Directors 


At the meeting of the board of directors Wednesday after- 
noon, H. A. Palmer was reelected chairman. The vacancy on 
the board caused by the election of T. T. Webster to the office 
of executive vice-president was filled by the election of B. W. 
Thomas, traffic manager, Southern Cotton Company, Dallas, 
Tex. Chicago was chosen for the semi-annual meeting next 
October, the policy being determined of having future meetings 
in centrally located cities, without reference to whether invita- 
tions had been received, and of discouraging expenditures by 
local clubs in entertaining the conventions. The exact date for 
the meeting in Chicago will be decided by the president. 

The board appointed a committee consisting of Chairman 
Palmer, President Fitch and Past-President Burwell to consider 
and report at the meeting of the board in October with respect 
to the Oklahoma City proposed amendment to the constitution. 
The committee will send to all member clubs copies of the 
brief filed by the Oklahoma City delegates in favor of the change 
and its own brief in opposition to it, and ask for expressions 
from the clubs for its information and guidance. 

With reference to the recommendations of the educational 
committee concerning awards for meritorious service in con- 
nection with traffic, the board decided to put the matter over 
until the next meeting, giving thought to it in the meantime. 


Entertainment Features 


The entertainment provided for delegates and their wives 
by the four local clubs was elaborate. The visiting women 
were taken care of at all times in many interesting ways. The 
hotels displayed banners announcing the convention and the 
newspapers were generous with space. 

The Transportation Club of San Francisco was host at a noon 
luncheon, June 11, in its quarters at the Palace Hotel, to the 
officers and directors of the association. President Martindale 
presided, introducing W. C. Fitch, who then introduced, with 
the officers and directors of the association, President Bray, 
of the Pacific Traffic Association, and President Yates, of the 
Oakland Traffic Club. There was a program of entertainment 
and brief remarks were made by President Burwell, of the 
association, and Chairman Palmer, of the board of directors. 

Tuesday noon the delegates were entertained at luncheon 
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at the Palace Hotel by the Pacific Traffic Association. Sherman 
Burke presided and the officers and directors were introduced 
by President Bray. President Burwell made brief remarks. The 
principal speakers were President Sproule, of the Southern 
Pacific; President Adams, of the Western Pacific; and C. L. 
Wheeler, vice president and general manager of the McCormick 
Steamship Company. All the speakers showed understanding 
of and sympathy with the purposes of the association. Pres- 
ident Sproule spoke for unimpeded regulation of interstate com- 
merce by the Commission without political interference. Better 
understanding of the problems involved, he said, must result 
from the association’s efforts. 

Tuesday night there was a trip up Mount Tamalpais with 
a dinner dance at the tavern there. 

Wednesday noon the delegates were guests at a luncheon 
given by the Oakland Traffic Club, “the baby member” of the 
association, at the Oakland Hotel. George Pell presided, intro- 
ducing the officers and directors of the association and Pres- 
ident Yates of the Oakland Club. Mr. Fitch, the newly elected 
president of the association, made a brief address. P. R. 
Flanagan, one of the vice presidents of the association, whose 
birthday anniversary it was, was the recipient of a birthday 
cake, presented by Mr. Hooper, with characteristic humor. The 
principal address was by Charles P. Howard, past president of 
the Oakland Chamber of Commerce and manager of the Howard 
Terminal. 

After adjournment Wednesday afternoon there was a sight- 
seeing tour of Oakland and the East Bay district and those 
delegates who desired were taken back to San Francisco by 
airplane. A number of them availed themselves of the privilege. 


Wednesday Night Dinner 


A dinner was given Wnednesday night in the ballroom of 
the Palace Hotel, for the delegates and their wives, by the four 
clubs that had been entertaining the convention. Mr. Fitch 
opened the proceedings by introducing the presidents of the 
four clubs and Miss Hughes, president of the Women’s Traffic 
Club of Los Angeles. He said that though he bore the title 
of general chairman of the committee on arrangements for 
the convention, the real work had been done by W. L. Garver, 
traffic manager of the California and Hawaiian Sugar Refining 
Corporation. 

The speaker of the evening was Robert N. Lynch, vice 
president and manager of the San Francisco Chamber of Com- 
merce. The toastmaster was Sherman Burke. There was a 
high class musical program. After the dinner the ladies went 
for a trip through Chinatown and the men were entertained at 
a “Jinks” in the rooms of the San Francisco Transportation 
Club. For Thursday, the day after the convention had ad- 
journed, a boat ride and luncheon on the bay was scheduled, 
with golf for those who preferred it. 


OCEAN FREIGHT RATES 


The Traffic World New York Bureau 


Full cargo markets have continued practically unchanged 
throughout the week, but with a tendency toward lower levels. 
Previous indications of a change for the better have not mate- 
rialized. Only a moderate number of vessels are available for 
prompt and nearby loading, but these are sufficient to meet all 
demands at present. Shippers and shipowners are awaiting 
developments in the new wheat crop before committing them- 
selves on future business. 

Charter rates have receded in the last few days to a basis 
of 10 cents a 100 pounds from Montreal to Antwerp-Rotterdam, 
with the usual differential of one cent to Hamburg-Bremen, one 
cent extra for barley and two cents extra for oats. Fixtures 
have been closed from Montreal to West Italy at 14 cents and 
to the Mediterranean at 161%4 cents for October-November load- 
ing. A coal vessel has been closed from Hampton Roads to 
West Italy at $2.50 a ton, and further inquiries are reported at 
this price. The sugar trade is slightly weaker. 

The current range of grain rates from Montreal is as fol- 
lows: for June and July loading, 2s 6d per quarter to the 
United Kingdom, 10 cents to Antwerp-Rotterdam, 11 cents to 
Hamburg-Bremen, and 14-15 cents to the Mediterranean; for 
July-August-September loading from the Gulf, 3s 3d to the 
United Kingdom, 15 cents to Antwerp-Rotterdam, 16 cents to 
Hamburg-Bremen, and 19 cents to the Mediterranean. 

It was announced that the New York & Cuba Mail Steam- 
ship Company, from New York to Vera Cruz, the Vaccaro Line, 
from New Orleans to Tampico and Vera Cruz, and the Cuyamel 
Line, from New Orleans to Tampico and Vera Cruz, have made 
a radical change in their fundamental basis for freight rates 
on shipments to Mexican points via that port. Effective June 
15, with issue of their new tariffs, the steamship lines have 
abandoned private classifications which have governed their 
freight rates to Vera Cruz on basis of weight or measurement, 
subject to “ship’s option” of right to assess transportation 
charges on either basis which yields the higher revenue. 

On shipments moving from and after June 15, charges of 
the steamship lines will be assessed on basis of weight only 
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and at rates which will be governed by the broader and more 
comprehensive Western Classification, subject to a published 
list of special commodity rates on weight basis and which will 
take precedence over the class rates. Copies of the tariffs will 
be distributed by the steamship companies. 

The new tariffs represent, in a general way, a reduction in 
the steamship port-to-port and proportional rates. On _ the 
higher classes of merchandise, on which the measurement basis 
of rates (per cubic foot) have been applied heretofore, the re- 
ductions afforded by the new rates applicable on basis of 
weight represent in many cases a considerable economy to the 
merchants. 

The United States and Gulf, West Coast of Mexico, Central 
and South American Conference adopted the following rates, 
effective June 18, from New York: Shooks, $1.00 per 100 
pounds to Group I ports; $1.25 per 100 pounds to Group II 
ports; $1.25 per 100 pounds to Group III ports. 

The following rate changes were made to French ports: 


Provisions (ordinary stowage), reduced from 50 cents to 35 
cents per 100 pounds. 

Canoes, 30 cents per cubic foot. Formerly took general cargo 
rate of 35 cents per cubic foot. 

Sea island cotton, 75 cents per 100 pounds. 

Refrigerator boxes, with coils, compressors or other mechanical 
apparatus, 35 cents per cubic foot to regular ports of call, 40 cents 
per cubic foot through to Paris. 

Refrigerator boxes, without coils, etc., 25 cents per cubic foot 
to regular ports of call, 30 cents per cubic foot through to Paris. 


Effective June 15, the base rate of $10 per ton of 2,240 
pounds, or 40 cubic feet, ship’s option, will apply up to three 
tons on automobiles to direct ports in Spain. The base rate 
formerly applied up to only two tons. 

New rates, to Argentina and Uruguay, on dyestuffs and dye 
intermediates, non-hazardous, N. O. S., fourth class, $12 per 
2,240 pounds on freight steamers, and $13.50 per 2,240 pounds 
on passenger steamers; batteries, non-hazardous, reduced from 
first to fourth class or from $20 and $22 per 2,240 pounds or 40 
cubic feet ship’s option on freight and passenger steamers, re- 
spectively, to $12 and $13.50 per 2,240 pounds or 40 cubic feet 
ship’s option on freight and passenger steamers, respectively; 
amophos, interpreted to take same rate as fertilizer, which is 
$10 and $11 per 2,240 pounds on freight and passenger steamers. 
respectively. 

To Rio de Janeiro and Santos, rates on dyestuffs and dye 
intermediates, non-hazardous, N. O. S., are as follows: To Rio 
de Janeiro, $14.50 and $13 per 2,240 pounds on passenger and 
freight steamers, respectively; to Santos, $15.50 and $14.50 per 
2,240 pounds on passenger and freight steamers, respectively. 

The following rate changes were made effective June 11 
to west coast of South America: Ties, railway, wood, treated, 
$36 per 1,000 board feet to all ports. Ties, railway, wood, un- 
treated, $30 per 1,000 board feet to all ports. 

The following additional charges are added to the above 
base rates: Guayaquil, consular vise charge of 1.2 per cent of 
invoice value and surcharge of 60 cents per ton of 40 cubic 
feet, or 2,000 pounds, ship’s option; Valparaiso and San An- 
tonio, landing charge of $2 per ton of 40 cubic feet, or 2,240 
pounds, ship’s option on all cargo except lumber, which is $3 
per 1,000 feet, board measure; Corral, 12% cents per cubic 
foot, or 25 cents per 100 pounds, arbitrary charge; Magallanos, 
19 cents per cubic foot, or 38 cents per 100 pounds, arbitrary 
charge; Buenaventura, surcharge of 25 per cent of total freight 
charges, tonnage dues of $2 per 1,000 kilos, consular vise charge 
of 15 cents per $100 and stamp tax of 50 cents per bill of lading; 
Tumaco, same as Buenaventura, with the exception of sur- 
charge, which is omitted; Esmeraldas, Bahia de Caraquez and 
Manta, consular vise charge of 1.2 per cent of invoice value; all 
Peruvian ports, surcharge of 2% per cent of total freight 
charges. - 


SHIPS ASK RAIL REDUCTIONS 


The Traffic World New York Bureau 


The opinion that the Trunk line railroads should come to 
the aid of the North Atlantic ports by reducing rates from Cen- 
tral West territory to a basis which will enable the intercoastal 
steamship lines to meet the competition of the lines operating 
from the Gulf to the Pacific in conjunction with the rail lines 
terminating at the Gulf was expressed by P. A. S. Franklin, 
president of the International Mercantile Marine Company. 


“The agreement between the Redwood Line and the Illinois 
Central Railroad reducing the through rate on steel from Chi- 
cago to the Pacific Coast from $1 to 61 cents per 100 pounds,” 
Mr. Franklin said, “is a blow at the traffic of the North At- 
lantic ports. The railroads owe it to themselves to see that 
New York, Philadelphia and Baltimore are protected on the 
inland rate so that they may meet this competition.” 


The new through rate via the Gulf, Mr. Franklin said, is 
really a reduction in the rail rate involving no change in the 
water rate from the Gulf and must inevitably affect all of the 
principal commodities moving from the Middle West to the 
Pacific Coast. The ultimate result will be serious diversion of 
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traffic from the Atlantic ports unless there is some compep. 
sating adjustment by the railroads serving the latter. 

It is feared in some quarters that the diversion of traffic 
resulting from this joint rate agreement which has been ap- 
proved by the Interstate Commerce Commission is quite as 
serious a threat against the interests of the port as the moves 
to segregate the line haul and terminal charges and to grant 
increased differentials to Baltimore, Philadelphia and Hamptop 
Roads. 

The attitude of the eastern railroads on the new traffic 
problem has not been indicated, but it is known that they pro. 
tested against the Redwood-Illinois Central application for ay. 
thority to adopt the new through rate schedule when it was 
docketed by the Interstate Commerce Commission. It igs ag. 
sumed that they will make some move to protect themselves 
against diversion of a heavy volume of traffic to. the southern 
route. . 

J. Lewis Luckenbach, president of the newly organized 
Luckenbach Gulf Steamship Company, Inc., announced that 
the new company had taken over the vessels formerly operated 
by the Luckenbach Steamship Company, Inc., in the Gulf-Pacific 
Coast trade and will participate in a joint rate program with 
the railroads. The arrangement is understood to be an out- 
growth of the break in the Gulf-Pacific conference resulting 
from the arrangement between the Redwood Line and the 
Illinois Central Railroad. 


OCEAN MAIL CONTRACTS 


Postmaster-General New announced June 11 the taking of 
the first step necessary to make effective the ocean mail service 
contract feature of the Jones-White merchant marine act. He 
announced that advertisements would appear in Atlantic and 
Gulf ports’ newspapers, as required by law, inviting bids on 
five routes. The bids will be returnable July 9, and the service 
is to begin August 1 or as soon thereafter as the Postmaster. 
General may require. 

The five routes on which bids have been asked are as 
follows: Route No. F. M. 6, New York to Cape Town, South 
Africa; Route No. F. M. 5, New York to Mediterranean and 
Black Sea ports; Route No. F. M. 8, New York, or other port 
of the United States, including the Panama Canal Zone, at 
which vessels may stop, to any port on west coast of South 
America at which vessels may call, and to any ports at which 
vessels may stop between port of New York and the most 
southerly port on the west coast of South America at which 
vessels may call, including the Panama Canal Zone and ports 
adjacent thereto; Route No. F. M. 4, New York to Buenos 
Aires, and to ports of Rio de Janeiro, Brazil, and Montevideo, 
Uruguay, and such other ports at which vessels may call, and 
Route No. F. M. 10, San Juan, P. R., to Santo Domingo, D. R. 

“The advertisements call for an improved service and will 
necessitate the construction of new vessels in American yards 
during the term of the contracts,” said Mr. New. “It is expected 
that other advertisements will follow shortly.” 


SHIPPING BOARD FUEL OIL 


The statement is made by government purchasing officers 
having charge of the matter that there is no basis for the 
reports that there has been a revision of the contract with 
various oil companies for the supplying of fuel oil for Merchant 
Fleet Corporation ships. That contract names a maximum price 
of $1.40 per barrel, but carries a clause whereby the govern- 
ment’s fleet obtains the benefit of any reduction in the market 
price of the fuel desired by the government. Shipping Board 
ships now obtain the benefit of the market price, it is asserted, 
New York harbor being the controlling market. The contract 
expires with the end of the calendar year. 

There have been suggestions, it is said, that if the govern- 
ment would or could make a contract for three years, it could 
probably obtain a contract naming a maximum price consid- 
erably less than $1.40. However, the belief among purchasing 
officers is that they are without power to make contracts for 
more than a year. 


SHIPPING WAGE AGREEMENT 


The annual conference between representatives of the 
National Marine Engineers’ Beneficial Association, the Ship- 
ping Board and Merchant Fleet Corporation was held June 13 
for the purpose of discussing wage scales and working condi- 
tions for engineer officers on Shipping Board vessels. The 
representatives of the engineers’ organization asked for and the 
board approved renewal of existing scales and working condi- 
tions that will expire June 30. Renewal of agreement will ac- 
cordingly be made for the year beginning July 1, 1928. 


PLANS FOR NEW VESSELS 


The Export Steamship Corporation has filed plans with the 
Shipping Board for four 14-knot combination passenger-cargo 
vessels, to be built by the company if the board authorizes a 
loan therefor from the ship construction loan fund. The com- 
pany hopes to obtain a loan in the sum of $10,000,000. The pro- 
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posed vessels would each have accommodations for 100 pas- 
sengers. The vessels, if built, will be put in the Export com- 
pany’s service between New York and Mediterranean ports. 


OPERATION OF U. S. LINES 


Officials of the Fleet Corporation expect the United States 
Lines, the Shipping Board’s passenger line in the north Atlantic, 
to make a better showing this season than last season, when 
the revenue exceeded expenses of operation for the first time. 
Passenger bookings for the Leviathan and the other vessels 
operated by the line are up to capacity for July, according to 
officials. 


WAR SHIPPING CLAIMS 


The Department of Justice has announced that its officials 
having charge of settlement of world war claims under the 
war claims act of 1928 have taken preliminary steps in con- 
nection with the arbiter appointed to hear and decide the 
claims, as to the procedure that will be followed in the consid- 
eration of the cases. In a statement, the department said: 


A meeting with the arbiter was held attended by representatives 
of the department and by representatives of the steamship companies 
that are making claims for vessels seized by the United States at 
the time of the entry of this government into the world war. Data 
is being assembled by the government showing the details of the 
expert appraisals made by the survey board of the navy, and rep- 
resentatives of two of the German steamship lines will spend part 
of the summer in Europe assembling information regarding ship 
values at the time the seizures were made. The present indications 
are that the greater part of the summer will be spent in getting 
together the necessary information upon which the arguments will 
be presented to the arbiter as a basis for the decisions he will be 
called upon to make. Four attorneys of the department have been 
assigned to the preliminary work of this investigation. 





“ > 
Loss and Damage Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright, 1928, by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 


(Supreme Court of New Jersey.) To recover for damages 
to shipment during transportation by carrier, shipper must 
prove good condition of goods at time of delivery to carrier 
or a receipt from carrier acknowledging receipt of goods in 
good condition—-McMahon vs. American Ry. Express Co., 141 
Atlantic Rep. 566. 

Where carrier admitted its liability for damages to certain 
shipment, refusal of its motions for non-suit or direction of ver- 
dict directed against shipper’s entire claim for damages to several 
shipments, without eliminating such item, was not error.—Ibid. 

(Supreme Court of Minnesota.) The charge unduly mini- 
mized the presumption of negligence arising from the fact that 
the carrier received perishable freight in a sound condition and 
delivered it at destination in a damaged condition.—W. A. White 
Brokerage Co. vs. American Ry. Express Co., 219 North Western 
Rep. 290. 
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Shipping Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West eon pala St. Paul, Minn. 
: Conytight, 1928, by West Pu 


lishing Co.) 





(Circuit Court of Appeals, Fourth Circuit.) Under charter 
party providing for loading at specified average rate per day 
commencing 72 hours after written notice that steamer is ready 
to load, any time lost through any of enumerated causes, in- 
cluding embargo on railway, not to be considered part of load- 
ing time, and that, in event of stoppage arising from any of 
such causes, continuing for six running days from time of 
vessel being ready to load, charter shall become void, contract 
held to become void as between parties when six days had 
elapsed due to embargo on railway.—Societa Commerciale di 
Navigazione vs. Consolidation Coal Co., Inc., 25 Fed. Rep. (2d) 
590. 

Where charter under which ship was to carry cargo of 
coal became void by its own terms on charter’s failure to 
deliver cargo for six running days from time vessel was ready 
to load, any subsequent tender of coal for loading either of 
full cargo or less amount cannot revive void contract.—Ibid. 

(Circuit Court of Appeals, Second Circuit.) Circuit Court 
of Appeals cannot disturb finding of District Court on conflict- 
ing testimony.—Waterbury Co. vs. Sunset Lighterage Corpora- 
tion. The Conenaught, 25 Fed. Rep. (2d) 621. 
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Conduct of agent of lighterage corporation in holding letter 
and delivery order of agent of shipper, who believed he was 
entering into contract of carriage with lighterage corporation, 
and in forwarding such letter and order to another lighterman 
without informing shipper thereof, held to have constituted 
acceptance of contract of carriage, imposing liability of lighter- 
age corporation for its failure to send a seaworthy lighter.— 
Ibid. 

Where libel by cargo owner against lighterage corporation 
for damages caused by sinking of unseaworthy lighter alleged 
contract between cargo owner and lighterage corporation, and 
one impleaded as bailee of lighter was not charged with any 
fault, and such bailee answered both libel and impleading peti- 
tion, held that, under such pleadings, cargo owner was entitled 
to no decree against bailee; no contract between them having 
been alleged.—lIbid. 

(District Court, N. D., California, S. D.) Where vessel was 
unseaworthy in respect to chain locks or construction, respond- 
ents cannot avail themselves of perils of sea or mismanage- 
ment, as defenses in libel for damage to shipment under Harter 
act (46 USCA, secs. 190-195; Comp. St., secs. 8029-8083, 8035), 
without showing that damage would have occurred despite ex- 
istence of factor of unseaworthiness.—Rosenberg Bros. & Co. 
vs. Atlantic Transport Co. of West Virginia, 25 Fed. Rep. (2d) 
739. 

In libel for damage to shipments of canned goods by sea 
water, which entered hold of vessel in course of voyage during 
heavy storm, evidence held to show that vessel was not sea- 
worthy, in that her chain locker was not watertight.—Ibid. 

Whether vessel was seaworthy was question of fact, to be 
decided independently of results of surveys, inspections, and 
ratings.—Ibid. 

Carrier held not liable for damage to shipment of canned 
goods by sea water, where notice was not given within 10 days 
after removal of goods, as required by bill of lading, since 
such provisions are valid.—Ibid. 

In libel for damage to shipment of ‘canned goods by sea 
water, defendants’ pleadings held sufficient to show no intention 
to waive defense of failure to sue within five months, as re- 
quired by bill of lading, where paragraph of bill of lading con- 
taining limitation clause was set forth in full, and dates of filing 
libels, together with stipulation on file as to such dates, ad- 
vised court and libelants that counts 9 to 15 were not filed 
within five months’ limitation period.—Ibid. 

Bill of lading provision that no suit to recover under bill 
of lading, or in respect to goods, shall be maintained unless 
instituted within five months after shipment of goods, notwith- 
standing carrier may be non-resident or foreign corporation, 
held not unreasonable and void; there being no evidence indi- 
cating any special hardship on libelants arising out of limitation. 
—Ibid. 










Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter 


System, published by West neg bn St. Paul, Minn. 
opyright, 1928, by West Publishing Co.) 










REGULATION OF COMMON CARRIERS 


(District Court, N. D., Texas.) Award of Interstate Com- 
merce Commission for shipper in suit under interstate commerce 
act, sec. 16, as amended (49 USCA, sec. 16; Comp. St., sec. 8584), 
is illegal, if without substantial evidence to support it.—Mont- 
rose Oil Refining Co., Inc., vs. St. Louis-San Francisco Ry. Co., 
25 Fed. Rep. (2d) 750. 

In shipper’s action against railroad brought under inter- 
state commerce act, sec. 16, as amended (49 USCA, sec. 16; 
Comp. St., sec. 8584), on ground that rates charged for ship- 
ments were unreasonable under section 1 (49 USCA, sec. 1; 
Comp. St., sec. 8563), discriminatory under section 2 (49 USCA, 
sec. 2; Comp. St., sec. 8564), prejudicial and preferential under 
section 3 (49 USCA, sec. 3; Comp. St., sec. 8565), and violated 
long-and-short-haul rates provision under section 4 (49 USCA 
sec. 4; Comp. St. sec. 8566), evidence held sufficient to support 
award by Interstate Commerce Commission for plaintiff.—tbid. 

Rates established for transportation over joint lines and 
joint route by concurrence of participating carriers are “joint 
rates,” as distinguished from “through rates,” so that fact that 
one railroad did not participate in publication of through rate 
by another railroad would not render it inapplicable over its 
lines.—Ibid. 

Comparison of existing charges made under similar condt- 
tions may be made in determining whether particular fate fs 
reasonable or not, especially where none of rates are attacked 
as being confiscatory.—Ibid. 

Where railroad had knowledge of large oil production in 
certain vicinity and possibility of large shipments, it cannot 
excuse its failure to establish rates from such point under inter- 
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state commerce act, sec. 4 (49 USCA, sec. 4; Comp. St., sec. 
8566), by attempting to impose on shippers duty of requesting 
rate.—Ibid. 

Whether evidence before Interstate Commerce Commission 
would be satisfactory to all reasonable minds, its probative 
force, and whether method of introducing it would be compe- 
tent in court of law, cannot be considered by court reviewing 
sufficiency of evidence, since it is only required that substantial 
evidence be introduced.—Ibid. 

In shipper’s action against railroad under interstate com- 
merce act, sec. 16, as amended (49 USCA, sec. 16; Comp. St., 
sec. 8584), Interstate Commerce Commission held entitled to 
award more than specific reparation asked in complaint, in 
view of prayer following specific request for relief asking ‘‘such 
other sums as in view of evidence” Commission shall determine 
complainant is entitled to.—Ibid. 

Where shipper’s suit under interstate commerce act, sec. 
16, as amended (49 USCA, sec. 16; Comp. St., sec. 8584), comes 
to District Court de novo after hearing before Interstate Com- 
merce Commission, court is not concerned with irregularity in 
procedure before Commission which does not amount to denial 
of substantial right or in some manner transcend powers of 
Commission.—Ibid. 

Shipper in suit against railroad under interstate commerce 
act, sec. 16, as amended (49 USCA, sec. 16; Comp. St., sec. 
8584), to recover for unreasonable rates, held not to have waived, 
and is not estopped to claim, reparation, where fundamental 
elements of both waiver and estoppel were lacking in plea and 
evidence.—Ibid. 

Interstate Commerce Commission is not bound by mechan- 
ical rules in receiving and giving effect to weight of evidence, 
and. its orders are not invalidated by its refusal or failure to 
adhere to strict rules of evidence obtaining in courts.—Ibid. 

Award and orders of Interstate Commerce Commission, 
having been made and entered within scope of its authority, are 
prima facie evidence of facts therein found.—Ibid. 

(Circuit Court of Appeals, Fifth Circuit.) Per curiam. For 
reasons which we think are sufficiently stated in the opinion 
rendered by the district judge (25 F. (2d) 750), the judgment 
in this case is affirmed.—St. Louis-San Francisco Ry. Co. vs. 
Montrose Oil & Refining Co., 25 Fed. Rep. (2d) 755. 


(Circuit Court of Appeals, Eighth Circuit.) Effect on inter- 
state commerce of new construction within a single state by 
a new and separate railroad corporation determines whether 
certificate of necessity and convenience must be obtained from 
Interstate Commerce Commission, under transportation act 1920, 
sec. 402, par. 18 (49 USCA, sec. 1, par. 18; Comp. St., sec. 
8563, par. 18.—-Missouri-Kansas-Texas R. Co. vs. Northern Okla- 
homa Rys., 25 Fed. Rep. (2d) 689. 


Railroad is not estopped from contending that contemplated 
new construction is solely intrastate, because it has previously 
applied to Interstate Commerce Commission for certificate of 
public convenience and necessity, under transportation act 1920, 
sec. 402, par. 18 (49 USCA, sec. 1, par 18; Comp. St., sec. 8563, 
par. 18), nor is such application necessarily even an admission 
that the road is to be interstate.—Ibid. 


Where evidence showed that portions of coal and other 
commodities expected to be hauled over contemplated railroad 
10 to 15 miles long, within single state, between coal field and 
town through which two interstate railroads passed, would be 
destined te markets in other states, and that haul from origin 
to final destination would be continuous, held, such traffic would 
be purely interstate in character, and railroad would be an 
instrumentality of interstate commerce, within transportation 
act -1920, sec. 402, par. 18 (49 USCA, sec. 1, par. 18; Comp. St., 
sec. 8563, par. 18), necessitating obtaining certificate of neces- 
sity and convenience from Interstate Commerce Commission, 
irrespective of the knowledge, intention, practice, or methods 
of handling or of billing by any carrier taking part therein.— 
Ibid. ‘ 


(Supreme Court of North Dakota.) The state-owned mill 
and elevator, together with the equipment, trackage and other 
facilities thereof in Grand Forks, N. D., is in law and fact a 
“public terminal grain elevator and subject to regulation as 
such.”—State vs. Great Northern Ry. Co., 219 N. W. Rep. 295. 

“Milling in transit,” “stoppage in transit,” “cleaning, mix- 
ing, and storing in transit,” are lawful services which may 
be required from transportation companies under proper con- 
ditions, and are not mere privileges to be granted by transporta- 
tion companies on their own volition.—Ibid. 

Such services cannot be required of transportation com- 
panies without adequate compensation therefor.—Ibid. 


The board of railroad commissioners of the state of North 
Dakota has the power and authority to determine when and 
where such service shall be rendered, and the duty of deter- 


i primarily what is an adequate compensation therefor.— 


The record examined, and it is held that the decision of 
the board of railroad commissioners that 1 cent per cwt. is 
an adequate compensation for “cleaning, mixing, and storing 
in transit” service, required of transportation companies at the 
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public terminal grain elevator, is sustained by the evidence 
taken.— Ibid. 

(Supreme Court of Louisiana.) Public Service Commis- 
sion’s rule, applicable to intrastate passenger service, allowing 
passengers of carriers 48 hours’ free time for the removal of 
baggage, held not unreasonable; hence, enforceable-—Morgan’s 
Louisiana & Texas R. & S. S. Co. vs. Louisiana Public Service 
Commission, 116 Sou. Rep. 720. 

Rule of Louisiana Public Service Commission, applicable to 
intrastate passenger service, allowing passengers 48 hours’ free 
time for removal of their baggage, held not invalid on ground 
of discrimination against interstate passengers, in view of the 
Interstate Commerce Commission’s authority, pursuant to inter- 
state commerce act, sec. 13, par. 4 (49 USCA, sec. 13 (4); U.S. 
Comp. St., sec. 8581 (4)), to alter its own rule or abrogate 
state rules, where state rules conflict with interstate commerce 
rules, or discriminate against interstate commerce.—Ibid. 


STEEL SCRAP AND BY-PRODUCTS 


A highly complicated question as to the proper description 
of scrap iron and articles that should take rates as such was 
presented in a joint hearing in the following dockets, which 
began at Chicago June 7 before Examiner Kerwin: 17640, 
Wrought Washer Manufacturing Company against the P. M. 
and others; 20205, C. Hager and Sons Hinge Manufacturing 
Company against the A. T. & S. F. and others; 20639 and Subs. 
1 and 2, Watson Brothers Steel Company and others against 
the N. Y. C. and others; 20784, the Wilkoff Company against 
the A. & B. B. and others; 20934, the Globe Machine and Stamp- 
ing Company against the B. & O. and others, and I. and S. 
3107, waster plates or sheets between points in C. F. A. territory. 

The cases involve rates on so-called waster plates, crop 
ends, fish-tails side and end shearings of steel plates, sheets 
and strip steel—in general, material produced incidental to the 
production of “prime” material by steel rolling mills. It was 
the position of the carriers, roughly, that any of the material 
which had commercial value other than for remelting purposes 
should take the class rates or the rates applicable to the iron 
and steel list. The shippers, who used the material in the 
manufacture of washers, hinges and other articles, contended 
for the billet or scrap steel rates, as the case might be. 

A great deal of testimony was presented by both shipper 
and carrier representatives as to the nature of the various 
articles involved. The notable part of that was the lack of any 
unanimity of opinion. The descriptive terms employed were 
spoken of as “loose” and generic and conveyed one thing at one 
plant and another at some other, according to the testimony. 

The I. and S. proceeding involved the suspension of tariffs 
of the C. & O. and Big Four, the purpose of which, according 
to R. D. Hunter, special agent of the Big Four, was to amend 
the existing tariff situation so that the scrap iron rate could 
not be applied to shipments of waster sheets and plates such 
as were used by the washer manufacturers. It was the posi- 
tion of the carriers that, under the existing tariffs, such rates 
were not properly applicable, but, Mr. Hunter said, the effort 
to clarify the situation was occasioned by the fact there had 
been numerous attempts on the part of shippers to obtain rep- 
aration on shipments which had moved at the basis applicable 
to the iron and steel list. The tariffs under suspension added 
to the description of the articles “value for remelting purposes 
only.” 

Throughout the hearing the fact that there was no fixed 
and definite terminology for the materials under discussion 
occasioned differences of opinion. While the issues primarily 
were as to whether the articles used by the complainants in 
the various cases were properly definable as, or analogous to, 
scrap, most of the time was taken up by the presentation of 
testimony as to the physical characteristics of the material to 
which the specific commercial terms were applied and the cir- 
cumstances under which they were produced. In a general way 
the shippers held that the value of the crop ends, waster plates 
and other material was only slightly in excess of the average 
of value of heavy remelting steel, that it was loaded indiscrimi- 
nately as to sizes and shapes in the cars, and was not pro- 
tected from the weather, either in the cars or in their own 
yards. 

In connection with docket 20205, Fred E. Hoertel, freight 
rate analyst, appearing for the complainant, said that the billet 
rate was asked for on black plate steel, washer scrap plate, 
ete., which, in the aggregate was “nothing more than scrap 
iron consisting of fish-tails, crop ends, shearings of black sheet 
steel.” The material was shipped in open top cars and was 
loaded indiscriminately as to sizes and shapes, he said. The 
rate paid in the past, according to him, was that applying to 
manufactured articles. 


P. B. Brown, testifying for the complainant in docket 20784, 
said that the material shipped was billed as washer stock, 
which, in reality, was crop ends. It had a value, according to 
him, of less than twenty dollars a ton. Heavy melting ma- 
terial had a value at Pittsburgh of approximately fifteen dollars 
a ton. “Prime” material was said to range in value upward 
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“THE BIG SMOKE” is one of the fleet of 
61 named Pennsylvania freight trains that have 
set remarkable records for regularity and de- 
pendability of on time arrival 


bringing rich 
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cargoes from the Sunny South 


HE late Sir Walter Raleigh will 
be remembered as the big- 
hearted gentleman who cast his cloak 
over a mud puddle so that Queen 
Elizabeth might cross on dry land. 
Magnificent though this gesture was, 
it is transcended in importance by 
another of Sir Walter’s accomplish- 
ments. This was the introduction to 
the white man of the pleasure of 
smoking. 
Since then tobacco has taken the 
world by storm, or perhaps by smoke. 


And in order to satisfy the wide de- 
mand for the “weed” it is grown in 
many places throughout America. 

A heavy volume of tobacco prod- 
ucts from Virginia and North Carolina 
and merchandise and produce from 
the South Atlantic States as well 
travels on “The Big Smoke.” And 
every day at a regular hour this train 
pulls out of Columbus, Ohio, bound 
for Chicago. 

During its run to the “Windy City,” 


“The Big Smoke” is governed by a set 
schedule. And over a long period of time 
this schedule has been maintained regu- 
larly and dependably. Many months of 
reliable on time performance have estab- 
lished “The Big Smoke” as a favorite 
train with shippers of goods to the 
Chicago District. 


a * * 


Vigilant train crews, cooperating with 
hundreds of men at all points slong the 
route, have piloted this train through on 
time. To their efforts is due the out- 
standing record for prompt arrival that 


“The Big Smoke” has established. 


Here are some other Pennsylvania freight trains whose regular on schedule performances have earned them distinctive names: 


‘“*THE EAGLE’”’ 
Perishable—Merchandise 
Cleveland to Seaboard Cities 


“THE RENOWN’”’ 
Perishable—Merchandise 
Louisville to Chicago 


“THE ARROW”’ 
Perishable—Merchandise 
Seaboard Cities to Detroit 


PENNSYLVANIA RAILROAD 


Carries more passengers, hauls more freight than any other railroad in America 
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from fifty to sixty dollars a ton. He designated certain classes 
of scrap which he said had a value in excess of twenty dollars 
a ton and called attention to various articles such as sheet bars, 
which take the billet rates. 

One illustration of the complexity of the problem presented 
was developed in connection with the statement of E. R. Grif- 
fith, of the Sharon Steel Hoop Company, that a carload of 
miscellaneous short lengths which had been sheared at both 
ends would not be disposed of by his company as crop ends. 
But, if mixed in with the miscellany there were pieces with the 
so-called fish-tail ends (actual end pieces of the sheets as they 
came out of the rollers), it would be so disposed of commer- 
cially, and had been for a long period of time. Previous ship- 
per witnesses had made a point of the fact that the heterogene- 
ous and miscellaneous nature of the assortment contained in 
the shipments was one of the significant facts, but had not 
insisted on the necessity for the presence of the fish-tails. 

John S. Burchmore, representing the Wrought Washer 
Manufacturing Company, agreed with the statement of Mr. 
Griffith to the extent of saying that a carload of short lengths 
assorted as to sizes and gauges should pay the same rates as 
applied to the longer lengths. “There is no contention on the 
part of the Wrought Washer people that a shipment of material 
of regular outline should be regarded as crop ends,” he said. 
Besides the matter of the shape of the pieces and the relation 
it had originally borne to the sheet as it came from the roller, 
other matters, such as the presence of blisters and warping, 
were developed in detail. 

Among the others who appeared were the following: B. L. 
Benfer, traffic consultant, Cleveland; Edw. Hammersmith, Globe 
Machine and Stamping Company; John J. Low, manager, freight 
rate department, Briggs & Turivas; Harry Trottner, scrap iron 
dealer, Cleveland; W. G. Weiss, Briggs & Turivas; R. J. Hager, 
Hager & Sons Hinge Manufacturing Company; C. H. Disch, 
Wrought Washer Manufacturing Company; Gordon N. Olsen, 
Wrought Washer Manufacturing Company; R. J. Beatty, C. & 
O.; Murray N. Billings, Illinois Steel Company; R. A. Eldridge, 
Youngstown Chamber of Commerce; Sol Friedman, scrap iron 
jobber, Cleveland; R. M. Bohrer, traffic manager, Wilkoff Com- 
pany; and George Merki, manager, Central Freight Association 
weighing and inspection bureau. 


CON STRUCTIVE DELIVERY STATIONS 


The Traffic World New York Bureau 


The hearings in the constructive delivery station case 
closed June 11 and will not be opened again unless the rail- 
roads express a desire to offer testimony in rebuttal. Should 
the railroads decide to present further testimony they wiil have 
opportunity to do so on July 5. 

William H. Chandler, Manager of the Traffic Bureau of the 
Merchants’ Association, who will write the brief for that or- 
ganization, will offer argument in support of the testimony he 
gave before the Commission, that the constructive delivery 
stations permit the more prompt release of railroad cars, offer 
greater expedition in the delivery of freight, and result in 
large economies to both the railroads and the consignees. 


The Merchants’ Association took the position that the con- 
structive delivery stations should be retained unless the rail- 
roads are ready to institute a genuine store door delivery. It 
has beer argued that the Interstate Commerce Commission has 
no authority to order the introduction of store door delivery. 
Mr. Chandler contends, however, that the Commission is in a 
position to say that unless store door delivery is provided for, 
the constructive stations shall be retained. 


Although they are at variance on one detail, the positions 
of the Merchants’ Association and of the Port Authority in the 
main, are the same. Commenting on his own intention of filing 
a brief, Julius Henry Cohen, counsel for the Port Authority, 
said: “I regard this as one of the most important matters that 
has ever been brought up before the Interstate Commerce Com- 
mission in the numerous hearings which have concerned the 
Port of New York. The business men of New York have, I 
believe, no adequate understanding of what this means to them. 
Mr. Chandler in his testimony made an excellent presentation 
of the case of the Merchants’ Association. If the business men 
will stop to think that in dollars and cents there is involved a 
cost to them of more than two dollars a tof, should they lose 
the constructive delivery stations, they will realize the savings 
involved.” 

In the final hearings of the local freight handling situation, 
evidence was developed showing what the railroads have all 
along been contending, that there has been a discrimination in 
trucking rates from the constructive delivery station point 
where the responsibility of the railroad for handling the freight 
ceases, to the store door. 

In the cross-examination of shippers who formed the dozen 
or more witnesses who took the stand in support of the con- 
tinued use of constructive delivery and trucking in lieu of 
lighterage, it was shown that there was considerable cutting 
of rates in which some of the railroads themselves were impli- 
cated. Cut rates, it was testified, ran anywhere from one and 
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six-tenths to three, four and six cents, and in some cases truck. 
ing had been offered for nothing. 

Most of the witnesses were put on the stand by Mr. 
Chandler, and he conducted the direct examination of each. 
Each witness opposed the abolition of the constructive delivery 
stations and trucking in lieu of lighterage. They were all very 
pronounced in declaring that since these systems had been in 
vogue as introduced by the railroads themselves there had been 
less congestion at pier stations, more expedition in the de- 
livery of merchandise, less demurrage, less breakages and dam- 
age, that one handling in operation was saved, and above all, 
that the cost of the frieght handling was lower than under the 
old system of handling at pier stations or of lighterage. 

The witnesses included F. Johnson, traffic manager of the 
Butler Paper Corporation; H. Buckley, traffic manager of Hills 
Bros. & Co., dried fruits; J. G. Koepper, traffic manager of the 
Ward Bread Company; J. T. Schatt, traffic manager of the 
United Paper Board Company. Billings Wilson, deputy man- 
ager of the Port Authority of New York, was recalled for a 
few minutes and was followed by J. J. Brown, of Eli Lilly & 
Co.; J. B. Elkin, of the American Linseed Oil Company; J. J. 
Higgin, of Seeman Bros., and Joseph Schwartz, of the R. & H. 
Chemical Company. 


Mr. Johnson in the course of his testimony said that store 
door delivery would be perfectly satisfactory to the shippers if 
the cartage rates were equitably fixed. Stability in rates would 
be a great advantage, he said. 


The witness admitted that some contract truckmen had 
made lower rates and that one concern carried freight for 5 
cents where the United States Trucking Corporation charges 
more, and that fact does influence the routing of traffic. The 
5 cent rate could easily be beaten, he stated, and that some 
would make it 4 cents. These rates are competitive somewhat 
over that of trucking from constructive delivery. Constructive 
delivery enabled his firm to get a 4 cent rate where some rail- 
roads had written into their contracts with truckmen a minimum 
of 5 cents. 


“Trucking charges are’a substantial part of the cost of 
doing business,” said Mr. Johnson. “The constructive delivery 
stations save from 20 to 40 per cent on business via the Erie 
Railroad and via the Baltimore & Ohio from 30 to 50 per cent 
in trucking charges. Constructive delivery is not only satisfac- 
tory but it is more economical.” He had had no claims to make 
for damages under its operation. His company does a business 
of 6,000,000 pounds a year. 


Mr. Koepper said that considerable delay in the handling 
of his freight had been saved by the trucking system, as well 
as a saving in demurrage. He had to pay considerable sums 
for demurrage before the trucking system was put into force. 
One week it ran as high as $800 at the Flatbush avenue station 
of the Long Island Railroad, due to the bunching of cars. 


Mr. Schatt said that it is unnecessary to use floating equip- 
ment. His company does not warehouse goods, but makes side- 
walk delivery and now uses the New York Central exclusively. 
There had been considerable delay at contract terminals. The 
constructive delivery gave them quick service and was a vast 
improvement on old methods. He favored the installation of 
store door delivery if constructive delivery is abolished. They 
had paid for trucking from 3 cents to 6 cents, but it depended 
on tonnage, it being lower by the carload. But they are now 
paying 3 cents to the New York Central, where it cost 6 cents 
by constructive delivery. They had taken their business away 
from the Hrie and Lehigh and Lackawanna because the New 
York Central gave them a cut rate. 


P. W. Moore, traffic manager of the Queensboro Chamber 
of Commerce, brought out that trucking in lieu of lighterage 
places all sections of the city on the same basis. 


Additional witnesses included D. L. Lilly, president of the 
New York Dock Railways Company; Henry O. Havemeyer, 
president of the Brooklyn Eastern District Terminal; Henry 
Shepherd, vice-president and general manager of the same com- 
pany; several others called by the same interest; George W. 
Daniels, assistant to the president and operating vice-president 
of the United States Trucking Corporation; Louis Harber, 
traffic manager of the Atlantic Printing & Lithographic Com- 
pany; Herbert Fein, treasurer of the Elks Transportation Com- 
pany., and William A. Pulch, trucking. 

A saving of from 6 cents to 15 cents per 100 pounds of 
freight has been made by Manhattan consignees by the use of 
constructive delivery, it was developed at the hearing. This 
came out in the examination of various witnesses who repre- 
sented commercial organizations, trucking firms and newspaper 
publishers. 

Among those who took the stand to testify to the strong 
advantages that constructive delivery and trucking in lieu of 
lighterage has for consignees, shippers and railroads were 
P. W. Moore, traffic manager of the Queensborough Chamber of 
Commerce and secretary of the Shippers’ Conference; George 
F. Huffnagel, purchasing agent of the New York Herald-Tribune; 
J. J. Brown, traffic manager of the Daily News; W. J. Mathey 
for the New York publishers of daily newspapers, represented 
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‘‘The Speed of Express 
at the Cost of Freight’’ 


Traction Freight 
Service is from 
2 to 15 times 
faster 


Specify Traction 
Routing for 
Speedy 
Deliveries 
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Traction 
Routing Assures 


FASTER 
SERVICE 


Between 





NEWARK 
ZANESVILLE 


OHIO 
and the 


0000 


Miles of ELECTRIC Railway 


Territory in 


OHIO — IND.— MICH. 


Traction Service 
is 2 to 15 times faster 


Try Electric Traction Freight Service. 
Thousands of shippers have proved to 
their own satisfaction that Traction 
Freight offers more for the money. 


bh) May we senda copy 
SOMUTGRILOIND | of our “Buyer’s and 


MY L4a| Shipper’s Guide” 


No Switching 
No Delays 


Quicker Service \WQQICL) which is just off 
7) the press ? 





LLYLE E. BLAND © 


state > 4 td ¥ peaes ' Zanesville, Ohio 


Richards Bldg. 
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INDUSTRIES 
Are Locating Along 
HOUSTON’S 


Deep Water Ship Channel 


/ HE Carnegie Steel Company maintains 
a large plant here. Anderson Clayton 


has one of the largest cotton compresses 

in the world located here. The Texas 
Chemical Co. operate a big plant on the 
Channel. Deepwater Oil Refineries, Texas 
Portland Cement Co., American Maid 
Flour Mills, Southern Pacific wharves, 
Sinclair Refinery, Humble Oil Refinery, 
The Texas Company, B. H. Elliott Ship- 
building Co., Armour Fertilizer Co., Hou- 

_ ston Lighting & Power Co., Channel Fuel 
Co., and many, many others. 


Ghe 
Port of Houston 


offers an inland deepwater harbor over 50 
miles long. Sixty-three steamship lines ply 
in and out of the port, assuring shippers of 
fast, reliable service. Eighteen railroads 
serve the city of Houston, meaning prompt 
handling of merchandise to and from the 
port, as well as low rates. 


Ideal Sites Are Available 


Ess 





Write for copy of the 


PORT BOOK 


Contains facts worth knowing 


It Is FREE 


Address 


DIRECTOR OF THE PORT 
5th floor, Courthouse 
HOUSTON - - TEXAS 
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also by Parker McOllister, of counsel, and J. A. Hoffman, of 
the Hoffman Motor Haulage Co. of Brooklyn. 

It was stated that the continuance of constructive delivery 
is regarded as very important by the newspaper publishers, as 
the newsprint industry is one of the largest individual con- 
signors of tonnage in the city. It is said to involve 550,000 
tons of newsprint in a year. 

Mr. Moore in pointing out the value of the constructive 
delivery stations and trucking in lieu of lighterage to Man- 
hattan appealed for the providing of equal facilities for Long 
Island City dnd the Borough of Queens generally, in Long 
Island City and adjacent sections as far as Jamaica there are 
some 2,000 manufacturing industries, he said. 

“That section of the borough bordering on the East River 
as far north as Potts Cove, including Newton and Dutch Kill 
creeks, is within the free lighterage limits of New York,” said 
Mr. Moore. “The entire borough as far east as Jamaica is 
within the New York rate group and the tentative report in 
the Eastern class rate case Interstate Commerce Commission 
No. 15879 suggests the extension of the New York rate group 
to include the entire borough. Therefore, as far as this case 
is concerned, we might consider the entire borough as being 
within the New York rate group. Long Island City, located at 
the western end of the borough, and within a short distance 
of Grand Central station, and as far east as Jamaica, com- 
prises practically the industrial section of the borough.” 

Mr. Moore urged the increase in allowances and the equal- 
izing of the trucking charges beyond the terminal. 

Mr. Brown said that his newspaper used its own trucks 
and did its own hauling, but if it could get allowances from 
the railroads it would be glad to use constructive delivery. 
Under the present practice it saved 52 cents a ton in haulage, 
it was said. 

Mr. Huffnagel testified to the use of constructive delivery 
as being of great advantage to shippers and consignees on the 
ground of economy and the avoidance of delay. 

Mr. Hoffman testified that constructive delivery relieves 
congestion at the piers. He commended the use of trucking 
in lieu of lighterage but said it should be used under some 
other name. Mr. La Roe brought out from the witness that 
the public has to make up the shortage the New Haven road 
allows his company, which is less than that allowed by the 
New York Central. 

In answer to W. H. Chandler, Mr. Hoffman said that he 
thought the Merchant’s Association plan for store door delivery 
an excellent one that would tend to stabilize the trucking 
situation. - 

The chief cause of complaint that the New York Dock 
Railways Co. and the Brooklyn Eastern District Terminal wit- 
nesses emphasized was that by the introduction of trucking in 
lieu of lighterage by the carriers a substantial part of the 
business of the terminals had been diverted to trucking, with 
a resultant financial loss to the terminals and the possible 
increase of the cost of operation to the terminals in con- 
sequence. 


They charged that the carriers, competing one against the 
other to get business, had surreptitiously diverted this trade by 
“subsidizing” the truckmen on the basis of a 12 cent rate 
and enabling consignees to get a lower rate from the truckmen 
than by the other methods, from the constructive delivery 
station tq their doors. The terminals as a matter of fact offered 
a lower rate, they said, yet they saw their business walk away 
from them by the action of the carriers. 


Henry Shepherd, vice-president of the Eastern District 
Terminal, read into the record the names of a number of 
firms and companies whose tonnage had been diverted to the 
carriers. In some cases it amounted to a loss of over 9,000,000 
pounds, and in two cases over 4,000,000 pounds. In all there 
was a diversion of 15,000 tons a year from the terminal to 
the railroads. These companies, the witness said, gave as 
their reason, that they changed over merely to save the 
difference in charge. 


“The understanding was,’ said Mr. Shepherd, “that the 
business had been solicited by the trunk line railroads.” 

Mr. Shepherd said that it was only just announced officially 
that the company intended to close its terminal in Queens for 
lack of traffic and other reasons. 

Henry O. Havemeyer, president of the E. D. T., said that 
the company acts as agent for all carriers arriving at New 
York and has an investment in its business of $10,000,000. Its 
earnings amounted to a net of $620,521, equal to 6 per cent. 
Its income is made up of allowances from the railroads for 
contract terminal, less the cost of operation. 

“There has been a diversion of traffic since the railroads 
introduced trucking in lieu of lighterage,” said Mr. Havemeyer. 
“In the event of an increased diversion it would be necessary 
to obtain an additional allowance from the railroads.” He said 
that the diversion was said to be caused by the saving of 
considerable money by having goods trucked. Business had 
been lost to the terminal when the New York Cental and Balti- 
more & Ohio roads went into trucking in lieu of lighterage. 
The terminal lost a lot of sugar business last year.” 

The witness, in answer to Wilbur La Roe, attorney for the 
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Port Authority, said that he regarded universal freight stations 
for all railroad lines as a good thing for freight handling. 

Mr. Tilly said that the New York Railway sCompany could 
actually handle carload business cheaper than by trucking. He 
charged the railroads with offering the truckmen a higher rate 
thus taking the business away from them. ' 

George W. Daniels, vice-president of the United States 
Trucking Corporation, who has had forty-six years in the truck. 
ing business, said that his company was neutral in the present 
proceeding. He said that they had 900 trucks, including trailers, 
and a total investment of $3,000,000, with $1,500,000 investeq 
in their freight division. 

Mr. Daniels stated that his company of other concerns en- 
gaged in the handling of freight and that as a matter of fact 
80 per cent of the hauling was done by others. He said that 
business had been subnormal during the last few months, so 
that they could not compare congestions at the pier stations, 

“Loaders,” said Mr. Daniels, under further questioning, 
“handle only what they choose; longshoremen must handle 
everything offered. Loaders are allied with the Internationa] 
Longshoremen’s Union, and the International Teamsters’ Union 
is another part of the union. Usually the loaders go on piers 
in groups. Some are there by might, not by right. I don’t be- 
lieve you would be able to find half a dozen union cards among 
the whole of them. Anyone ‘big’ enough can get work there, 
These loaders are a queer ‘bunch.’ You can’t control these men. 
We don’t try to ruffle them. On New York piers 60 per cent 
of our freight is handled by our own men.” 

Mr. Daniels said that he believed the Merchants’ Association 
plan for store door delivery was a good one and he would be 
ready to give the railroads contracts under it. He had always 
been interested in the question and thirty years ago had such 
a plan of his own under study. 

With the close of evidence on the local freight handling 
situation from trucking men, at the request of the trunk line 
railroads, further hearings were adjourned until July 5, in New 
York, to give the railroads the opportunity to determine whether 
they will submit evidence in rebuttal. The hearings first opened 
on May 22. 

E. H. Burgess, general solicitor for the Lehigh Valley Rail- 
road, speaking on behalf of the other railroads as well as his 
own, and addressing Examiner Harry B. Ames, who has con- 
— the investigation, asked for the three weeks’ adjourn- 
ment. 

“We have not been able to examine all the exhibits and 
data submitted in this investigation,” he said. “After we have 
done this we shall be better able to decide whether we want 
to submit testimony in rebuttal.” 

In answer to Mr. Ames, Mr. Burgess said that if the rail- 
roads took three weeks’ adjournment naturally it would be fair 
to extend the period of the suspension of the tariff three weeks 
more. The railroads would not object to that. 

Examiner Ames said that he would prefer to make a “pro- 
posed report,” if that was generally agreeable to all interested. 
If that was agreed upon he would have it ready in the early 

fall and it would be argued in December, but he could not 
promise what the Commission would do with it after that. 





SOUTHWESTERN CLASS RATES 

The American Cotton Manufacturers’ Association, the Cot- 
ton Manufacturers’ Association of North Carolina and the South 
Carolina Cotton Manufacturers’ Association have filed a petition 
in support of petitions submitted by Southeastern Association 
of Railroad and Utilities Commissioners and Southern Traffic 
League, and for authority to intervene. 

The Southwestern carriers have asked for modification of 
Commission’s reports and orders in No. 13535, Consolidated 
Southwestern Cases, as to differential territory in western Texas; 
also for correction of error in the prescribed rates between St. 
Louis and Kansas City on the one hand and the El Paso Group 
on the other hand. 

The Chamber of Commerce, Houston, Tex., City of Houston 
and the Board of Commissioners of Harris County-Houston Ship 
Channel Navigation District have asked for permission to inter- 
vene and concur in the request made by the Texas & New 
Orleans and other lines for authority to continue the per car 
rates between certain local stations on those lines in the indus- 
trial district of the City of Houston, on and after the effective 
date of rates established in compliance with orders of the Com- 
mission in Docket 13535 et al. 


CONGRESS AND REGULATION 

Senator Thomas, of Oklahoma, has announced that he pro- 
poses, through speeches and by a series of bills, to direct the 
attention of Congress to the growth of power of the Interstate 
Commerce Commission and other federal commissions. His 
view is that Congress should exercise ‘more directly through the 
Commission, for instance, its power under the Constitution— 
in other words, that the Commission, in regulating rates, should 
be required to work more closely with Congress than it does. 
He does not think the Commission should be abolished but that 


Congress should have a voice in the regulation of carriers in 
interstate commerce. 
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From Northern and Western Gateways 
to Gulf and Ocean Ports -> 
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THE SOUTHERN SERVES THE SOUTH 


From the Northern Gateways at Washington, Cincinnati 
and Louisville . .. from the Western Gateways at St. 
Louis and Memphis . . . to the Ocean Ports of Norfolk, 
Charleston, Savannah, Brunswick and Jacksonville ... 
and the Gulf Ports of Mobile and New Orleans . . . the 
Southern Serves the South. 


ND today the Southern is giving better service than ever. 

Long years of ploughing back earnings and investment of 

new capital have built up one of the world’s most efficient trans- 

portation systems to meet the remarkable industrial and agri- 
cultural development of the South. 


Address inquiries regarding Southern Railway Service to 


E. R. OLIVER 
Vice-President in Charge of Traffic 
Washington, D. C. 


SOUT 


THE SOUTHERN SERVES THE SOUTH 


SYSTEM 
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TRAFFIC FRATERNITY HISTORY 


(Prepared by Lewis L. Johnston, Secretary, Pi Alpha Epsilon Society) 


The 1923 class of traffic and transportation of the School 
of Commerce, Temple University, acting upon the recommenda- 
tion and suggestion of Dr. G. Lloyd Wilson,, assistant professor 
of commerce and transportation at University of Pennsylvania, 
and, in conjunction with George P. Wilson, the instructor, or- 
ganized the Pi Alpha Epsilon Society. It is composed of stu- 
dents and graduates of the traffie and transportation course 
at Temple University School of Commerce and such honorary 
members as might be elected from time to time in recognition 
of their service to the traffic profession. There were twenty- 
two charter members and the following were the first student 
officers: President, Stephen C. Gillard, Reading Railroad; 
vice-president, E. W. McMaster, traffic manager, Atwater Kent 
Mfg. Co.; treasurer, Sheldon M. Heckler, United Fruit Cor- 
poration; secretary, J. A. Logue, traffic manager, Standard 
Pressed Steel Company. 

The purpose of the society is to establish solidarity between 
the classes under instruction and the alumni members, to try 
and place traffic management on a higher plane and equal to 
any other business profession, and to work toward a goal that 
would require traffic managers to pass a state board examina- 
tion. 

A shelf in the Temple University library has been set 
aside for the use of the members. The books are purchased 
from time to time upon the advice of a committee selected to 
review various books and a sum of money is set aside for 
this purpose. 

The membership has increased and now totals one hun- 
dred and eleven. There are five honorary members, as follows: 


a P. Wilson: For his work and assistance in organizing the 
society. 

G. Lloyd Wilson, Ph.D.: For his urgent recommendation and un- 
tiring cooperation in organizing the society, his writings of the most 
understandable books on traffic management, also his writings on 
motor truck transportation and departmental organization and for 
devoting his life work to teaching the transportation profession so 
as to give everyone a better understanding of the subject. 

Henry A. Palmer: For his efforts in founding the Associated 
Traffic Clubs of America, his stand in advocating the repeal of Hoch- 
Smith Resolution by Congress, his courage in denouncing the admin- 
istration policy in inland waterway transportation operation on the 
Mississippi River; through his clear and forceful thinking in his 
editorials, also opposing the pork barrel politicians of the country 
and the unfairness of their actions. For his service given the traffic 
men and profession through his papers and his service given to 
the Traffic Club of Chicago, which benefits all other clubs indirectly 
by his arranging a series of evening forum meetings, and his stand 
regarding traffic men and various governing bodies, and in general 
his outstanding contribution to traffic work. 

Robert J. Bayer: For his utiring efforts to interest students in the 
field of traffic and transportation by personal addresses before classes 
and groups, and his contributions to the profession through traffic 
publications. ; 

Wayne E. Butterbaugh: In recognition of his achievements and 
leadership in the field of traffic and transportation and in apprecia- 
tion of his work in fostering traffic education; also his services to the 
advancement of the traffic profession through the Associated Traffic 
Clubs of America. 


Each year a “Distinguished Service Key” is awarded in 
the name of the society to a man who has made outstanding 
contribution to the field of traffic management. Also a “Dis- 
tinguished Scholarship Key” will be awarded the honor student 
of the graduating class of traffic and transportation from Temple 
University School of Commerce. If there are two students who 
are tied for first honors a key will be awarded to each. 


At the February, 1928, meeting of the Pi Alpha Epsilon 
Society the junior class was initiated. Also, at this meeting, 
the Traffic Study Club of Philadelphia was organized as a 
separate chapter of the society and a program was laid out 
for the members, the officers of the Study Club to work in 
conjunction with the officers of the society, thus forming an 
executive committee. The honorary members of the society 
automatically become members of the Study Club. There were 
twenty charter members and the following officers were elected: 
President, Charles E. Ramsey, Pennsylvania Railroad; vice- 
president, John A. Anderson, S. F. Whitman & Sons; secretary, 
Lewis E. Johnston, the Philadelphia Gas Works Company; 
treasurer, George Schefiele, G. W. Bush & Sons Company. 


The purpose of the Study Club is to enable the students 
of traffic and transportation to continue their studies after 
completion of their courses in any of the schools of Philadelphia. 
This is also to include the classes under instruction, alumni 
members and any other persons who may be interested in the 
field of traffic and transportation. 


There are to be four meetings during the year, or more, if 
the officers decide it is necessary for the welfare of the club. 
At each meeting there will be a person who is a recognized 
leader in his or her profession to address the club on some 
important subject dealing with traffic and transportation, or 
associated with it in some way. There will also be papers on 
various subjects of interest read and discussed by various 
members. 

The first meeting of the Study Club was held April 20, 1928, 
in the State Fensible Infantry’s Armory, 16th and Summer 
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streets. Norman G. Shidle, directing editor of Chilton Class 
Journal Publishing Company, gave a very interesting talk on 
“Finding a Job and Marketing Your Services.” Edward F 
Conlin, from the Universal Carloading and Distributing Com. 
pany, read and discussed a paper dealing with transit services 
and privileges, and Charles Molin, grain inspector for Com. 
mercial Exchange, port of Philadelphia, gave a talk on “Grain 
and Grain Shipments.” 

The second meeting of the Study Club was held at the 
same place on May 25. At this meeting J. Elwood Barrett, agent 
for Aetna Insurance Company, gave a talk on inland marine 
insurance. George Scheifele, from G. W. Bush & Sons Com. 
pany, read and discussed a paper dealing with barge line ex. 
pansion. S. Clair Stokley, from Viscose Manufacturing Com- 
pany, led the discussion. J. Donald Lawson, Pennsylvania 
Railroad, Philadelphia, read and discussed a paper bearing on 
proposed motor vehicle legislation. 

S. Clair Stokley, who is chairman of the educational com- 
mittee, announced that twelve books had been purchased and 
were now available for the members. 

Wayne E. Butterbaugh was proposed for “honorary mem- 
bership” and was unanimously approved. 

The awards committee announced the result of the election 
held to determine the man who had made outstanding con- 
tribution to the field of traffic management. This election 
consisted of sending letters to heads of traffic departments 
and freight agents of various railroads and steamship com- 
panies, to industrial traffic managers, editors and professors of 
transportation at several universities, and to commercial traffic 
managers. G. Lloyd Wilson, assistant professor of commerce 
and transportation, University of Pennsylvania, received five 
votes and was awarded the Distinguished Service Key. Henry 
A. Palmer, editor and manager of The Traffic World and other 
traffic publications, and Wayne E. Butterbaugh, professor of 
transportation, University of Minnesota, received three votes 
each. (By a coincidence the three leading men are honorary 
members of the society.) T. T. Webster, general traffic man- 
ager of the Meade Companies, J. L. Eysmans, vice-president 
in charge of traffic, Pennsylvania Railroad, and E. H. Porter, 
traffic manager for Atlantic Refining Company, Philadelphia, 
received one vote each. 

The awards committee also announced that two students 
of the graduating class were tied for honor student and each 
would be awarded a Distinguished Scholarship Key. They are 
J. Donald Lawson, DuBois, Pa., connected with the Allegheny 
division of the Pennsylvania Railroad and at present in Phila- 
delphia, and John A. Anderson, Perth Amboy, N. J., formerly 
with the Roessler & Hasslacher Chemical Company and at 
present with the S. F. Whitman & Sons Company, of Phila- 
delphia. 


TO BANQUET TRAFFIC STUDENTS 


The Manufacturers’ Association of Connecticut will give 
a banquet at the Pine Orchard Country Club, near Branford, 
Conn., June 16 for students completing traffic courses in Hart- 
ford, New Haven, Bridgeport and Waterbury. The bulletin of 
be association announcing the banquet, in part, reads as 
follows: 


In its desire to serve as a medium for the dissemination of a 
thorough knowledge of modern transportation in all its phases among 
the employes of the manufacturing industry of the state, and to 
express its approval and appreciation of the wholehearted way in 
which one hundred and five employes of member plants throughout 
the state have devoted their time and money to the classes in traffic 
management now drawing to a close, the association is giving a 
banquet in their honor. 


Entertainment in the form of bathing, golf and tennis will 
be provided prior to the banquet. 





RAILROAD SUPERINTENDENTS’ MEETING 


“The railroad industry as a whole is less prosperous at 
present than at any time within the last six years, or since 
1922,” according to Samuel O. Dunn, editor of the Railway Age, 
speaking at the convention of the American Association of Rail- 
road Superintendents at Memphis, Tenn., June 12. “The net 
return earned upon the total investment in railroad property 
in the first four months of this year was at the annual rate 
of 4.32 per cent,” he continued. This was less than in the first 
one-third of any of the preceding five years, he said, although 
total operating expenses were less than in the corresponding 
part of any of the last five years. The return earned in 1927 
was less than in any year since 1922, except 1924, according 
to him. He added: 


Meantime, they are being beset upon every side with demands 
and influences tending further to reduce their net return. Practically 
every arbitration board organized under the Railway Labor act has 
granted an advance in wages, and further advances are still being 
demanded. There is constant pressure for reductions of rates, as is 
illustrated by continuing agitation for the abolition of the sleeping 
car surcharge and resolutions recently passed by Congress with the 
plain purpose of influencing the Commission to make lower rates 
on farm products. 


New facts and figures to show that New England is “more 
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“AGood Story 
about the ERIE” 


The unusual is the usual on the Erie again! 


When a Buffalo manufacturer recently bought 
ten carloads of machinery abroad it was found that 
the pieces were of extraordinarily large dimensions. 


He called on every railroad entering Buffalo to 
say whether it was equipped to handle such an 
unusual shipment. 


Of all the railroads which enter Buffalo, only 
the Erie was able to accept the business. Every other 
railroad was obliged to decline it because of the 


clearances. 


The Erie is a heavy duty railroad. 
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than holding her own” as the nation’s workshop were presented 
by President George Hannauer, of the Boston & Maine, in an 
address before the meeting June 14. 

“While some industrial growth that formerly went to New 
England has gone instead to the south, New England neither 
begrudges this loss nor has it been seriously affected by it,” 
President Hannauer said. “New England is more than holding 
her own and industries have been added faster in many lines 
than they have been lost in a few.” 





Personal Notes 


fe eee 


Lloyd S. Tenny, chief of the Bureau of Agricultural 
Economics of the Department of Agriculture, has resigned, 
effective July 16, to accept an executive position with the 
Associated California Fruit Industries, Inc., a growers’ organ- 
ization designed to bring about coordinated actiion between 
grower and shipping interests in the distribution of both grapes 
and deciduous fruits. 

L. G. Tuttle has been appointed chief of the tariff bureau, 
Cc. R. I. & P., at Chicago. 

John Orr has been appointed assistant vice-president, Sus- 
quehanna and New York railroad, at New York. 

James H. Phelps has been appointed traffic manager, Den- 
ver Union Stock Yard Company, succeeding L. M. Pexton, who 
resigned to accept service with the Oklahoma National Stock 
Yards Company. Mr. Phelps was traveling freight agent for 
the Union Pacific. 

J. L. Mathis has been appointed soliciting freight agent, 
Atlantic Coast Line, at Columbia, S. C. A. L. Wolf has been 
appointed commercial agent at Detroit, and A. W. Billington 
has been appointed traveling freight agent at Detroit, effective 
June 15. The commercial agency at Kansas City, Mo., will be 
abolished June 15. 

Cc. F. Farmer has been appointed assistant general freight 
agent, B. & O., at Cleveland, succeeding J. C. Kimes, promoted. 
F. T. Sturtevant has been appointed division freight agent at 
Youngstown, succeeding Mr. Farmer. A. S. Baker has been 
appointed division frieght agent at Akron, succeeding Mr. 
Sturtevant 

F. W. Parker has been appintel general manager, Galveston 
Wharf Company. 

J. L. Burke, traffic manager, Sinclair Pipe Line Company, 
Tulsa, Oklahoma, received the degree of LL.B. from the Univer- 
sity of Tulsa law school June 4 and was admitted to the bar 
of the Supreme Court of Oklahoma June 6. 

K. M. Wharry, commerce agent for the Illinois Freight 
Audit Company, of Chicago, died June 12. Mr. Wharry was 
well known among railroad and industrial traffic men, having 
spent most of his life in railroad service with the Rock Island 
and the Missouri Pacific. For several years he was assistant 
general freight agent for the latter road. Associates were un- 
able to locate any relatives and arrangements for the funeral, 
set for June 16, were in the hands of friends. 


DOINGS OF THE TRAFFIC CLUBS 


The Traffic Club of New Orleans held a meeting at the 
Roosevelt Hotel June 4, dedicated to the Celotex Company. 
C. F. Dahlberg, vice-president of that company, was the speaker. 
Eleven officials and representatives of the company were 
present. Joseph Lallande, president of the club, presided. The 
club began the publication of a monthly periodical, the Bul- 
letin, with the June issue. 





The York Traffic Club held a “Local Night” at the Manu- 
facturers’ Association Assembly Room June 14. Local traffic 
problems were discussed. The annual outing will be held 
June 21. 





The Traffic Club of Kansas City will hold its annual picnic 
at Swope Park August 23. 





A joint “Field Day and Golf Outing” will be held by the 
Traffic Club of Kalamazoo and the Grand Rapids Transporta- 
tion Club at La Belle Resort, Gull Lake, June 26. The date 
was originally June 19, but was set ahead because of conflict 
with the meeting of the regional advisory board at Buffalo. 
Entertainment will include a ball game between the two traffic 
clubs, golf, athletic contests, a launch trip, dinner in the eve- 
ning and dancing. 





The San Antonio Traffic Club held a luncheon meeting at 
the Y. M. C. A. June 11. Alex Thomas, of the San Antonio 
Building Materials Company, was the speaker. 





The Traffic Club of South Bend held its regular monthly 
meeting at the Hotel La Salle June 11. There was an attend- 
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ance of fifty members. H. J. Jackson, president, presided. J, j 
Crimmins, traffic department, Studebaker Corporation, wag 
elected secretary-treasurer, to succeed G. W. Orewiler, who 
recently left the city. It was decided to hold the fifth annua) 
outing of the club at Erskine Park Golf Links August 23. 





The Oklahoma City Traffic Club will hold its annual outing 
at Bell Isle Park June 26. Entertainment will include ames, 
boating, swimming, fishing and other amusements. A basket 
lunch will be served. A golf tournament will start in the morn. 
ing of June 26 at Lincoln Park. 





The Traffic Club of Wichita held the last of its weekly 
luncheons for the season at the Wichita Club June 14. The 
Rev. W. M. Farrell, rector, St. Mary’s Cathedral, was the 
speaker. A picnic will be held at the Riverside Park Vill, 
June 21. D. L. Mullen is chairman of the committee in charge 
of the games, athletic contests and other amusements. A box 
— will be served, with W. R. Pitts and H. G. Watts ip 
charge. 





The Los Angeles Transportation Club held an open forum 
meeting at the Builders’ Exchange Building June 13. J. L, 
Coates, manager, exporting department, Gilmore Oil Company, 
spoke on “Exporting.” The committee on exports and imports, 
of which J. B. Banning, general agent, Matson Navigation Com- 
pany, is chairman, was in charge. 





The Traffic Club of Pittsburgh held its annual election in 
the club headquarters in the William Penn Hotel June 11, 
There were two tickets in the field, the “regular” ticket being 
opposed by the “members’” ticket. The “regular” ticket won 
nine of the offices, while the “members’” ticket won two. The 
new officers are as follows: President, J. C. Gross, assistant 
general traffic manager, Pittsburgh & West Virginia; first vice- 
president, J. H. Redding, general superintendent, western Penn- 
sylvania division, Pennsylvania; second vice-president, C. A. 
Muse, superintendent, H. C. Frick Coke Company; third vice- 
president, F. A. Markley, district freight agent, Baltimore and 
Ohio; secretary, A. H. Orr, general agent, Atlantic Coast Line; 
treasurer; S. B. Duff, assistant traffic manager, National Tube 
Company. Board of governors: R. H. Reese, chief clerk, traffic 
department, Jones & Laughlin Steel Corporation; T. R. Fitz- 
patrick, general coal freight agent, P. & L. E.; A. L. Doggett, 
assistant general freight agent, Baltimore & Ohio; G. W. White, 
general agent, American Hawaiian Steamship Company; R. M. 
Flocker, assistant general passenger agent, Pennsylvania. An 
elaborate dinner was served at 6:30 and during the dinner 
entertainment was provided by the Pittsburgh-and Lake Erie 
orchestra and quartette. A talk on “Newspapers” was made 
by Edward W. Prendergast, of the Pittsburgh Sun-Telegraph. 
W. J. Herman, retiring president, presided and turned the gavel 
over to the new president. J. M. Morris, traffic manager, Na- 
tional Tube Company, presented the retiring president with a 
watch on behalf of the club members. 





The Traffic Club of Wilmington, Delaware, held its first 
annual dinner at the Rodney Square Inn, May 24, with an at- 
tendance of about 125 members and guests. G. Lloyd Wilson, 
Ph.D., assistant professor of commerce and transportation, Uni- 
versity of Pennsylvania, was the principal speaker. He was 
followed by Gerrish Gassaway, manager of the Wilmington 
Chamber of Commerce. Mr. Wilson spoke on Traffic manage- 
ment as a profession and Mr. Gassaway spoke on the Wilming- 
ton Marine Terminal. T. W. Hetherton acted as toastmaster. 
The club, less than six months old, has grown from a group of 
twelve to ninety members. The first annual outing will be 
held August 4. 





The Traffic Club of Tulsa held its annual outing at Sand 
Springs Park, Sand Springs, Oklahoma, June 5 and 6. The reg- 
ular golf tournament was held at Oakhurst Country Club and 
the Minneapolis, Northfield and Southern Trophy cup was won 
by Tom Green, traveling freight agent, L. & N., Dallas, Texas. 
There has been keen competition for the cup in the last four 
years. Two wins were necessary for final possession. Mr. 
Green won in 1927; Leonard Ayer, of the Canadian National- 
Grand Trunk, Detroit, Michigan, 1926, and Robert Logan, gen- 
eral agent, Canadian National-Grand Trunk, Tulsa, 1925. 


OHIO VALLEY BOARD 

The meeting of the Ohio Valley Shippers’ Advisory Board 
at Indianapolis June 5 was presided over by Guy L. Cory, man- 
ager, Springfield Traffic Association, and general chairman of 
the board, and was attended by seven hundred shippers and 
railroad officials. 

The twenty-five commodity committee reports indicate a bad 
outlook in this territory as to early summer crops, especially 
wheat, caused by the bad weather conditions; being a worse 
condition than for the past twenty years, according to the re- 
ports. Recultivation of acreage, account of loss of wheat, will 
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be very large. Fruit crops show better at this time than last 
year. Potato outlook is good. 

Coal reports indicate movement of lake coal is being ham- 
pered by uncertainty in rate situation and on this account trans- 
portation lines show a decrease in business for the past quarter. 

Products of mills and factories, furnishing building material, 
continue to show slight falling off over last year—approximately 
ten per cent. 

Reports from all principal cities show better employment 
conditions than existed at time of previous meeting in March, 
because of opening up of outside projects taking considerable 
of the unskilled labor. 

The banking report very thoroughly covered the situation 
with respect to the bankers’ viewpoint, and the tone of it was 
rather optimistic. 

The Indianapolis Traffic Club gave a dinner, in honor of the 
board, which was addressed by Frederick K. Landis, of Logans- 
port, Ind. The Baltimore & Ohio Glee Club, of Baltimore, Md., 
assisted by Hilda Hopkins Burke, soprano of the Chicago Civic 
Opera Company, provided the entertainment. 





MEN IN TRANSPORTATION 





William C. Fitch, who was elected president of the Asso- 
ciated Traffic Clubs of America, at the annual meeting in San 
Francisco this week, was born in Minneapolis, Minn., and 
graduated from the University of Minnesota with the degree 





WILLIAM C. FITCH 


bachelor of laws. He is a member of Delta Chi fraternity. 
He was a volunteer in the Spanish-American War and partici- 
pated in the taking of Manila by American troops and in the 
Philippine insurrection, being wounded in action during the 
insurrection. He is a member of the bar of California and 
has been connected with the Southern Pacific company for 
approximately twenty-five years. He is now and has been for 
the past ten years freight claim agent, reporting directly to 
the traffic department. In 1922 and 1923 he was chairman 
of the Freight Claim Division, American Railway Association. 
He is a member of the Transportation Club of San Francisco, 
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the Pacific Traffic Association and the Transportation Club of 
Los Angeles, having served two terms as president of the 
Transportation Club of San Francisco. He has been a director 
and officer of the Associated Traffic Clubs of America since 
its organization. ’ 


SOUTHWEST BOARD MEETING 


At the fifth annual meeting of the Southwest Shippers’ Aq. 
visory Board at Enid, Okla., June 7, estimates rendered by 
commodity committees of prospective carload shipments for the 
third. quarter of the year, compared with the corresponding 
period of 1927, reflected increases in clay and clay products of 
7 per cent; cotton mills and products 10 per cent; creosoted 
products 10 per cent; farm implements and hardware 25 per 
cent; fertilizer 5 per cent; grain and hay 50 per cent; grain 
products 10 per cent; groceries, wholesale, 10 per cent; iron 
and steel 5 per cent; paper and products 10 per cent; perish- 
able products 5 per cent; petroleum and products 7 per cent; 
rice and rice products 10 per cent; salt and salt products 10 
per cent; sand, gravel and stone 10 per cent; and miscellaneous 
5 per cent. Decreases were indicated in shipments of cotton 
20 per cent; cottonseed and products 30 per cent; and retail 
lumber 5 per cent. Shipments of cement, coal, coke and lignite, 
wholesale drugs, live stock, lumber and forest products, naval 
stores, sugar and molasses and sulphur are expected to be about 
the same as for the corresponding period a year ago. 

A feature of the meeting was the analysis and discussion 
of reports incident to the season’s wheat crop and its move- 
ment. Production estimates varied more or less, but the con- 
sensus of producers and dealers pointed to a yield in Oklahoma 
of around 60 million bushels and in Texas of 25 million bushels. 
Reports were also received pointing to a production in Kansas 
of 165 million bushels, in Nebraska of 50 million bushels, and 
in Colorado of 18 million bushels. New Mexico is expected to 
produce around 5 million bushels. 

Considerable doubt was expressed as to the probable move- 
ment of this crop from Texas and Oklahoma, due to existing 
inequalities between domestic and export prices, it being the 
judgment of dealers generally that either the export price must 
advance or the domestic price must decline before export book- 
ings of consequence could be made; and, at any rate, because 
of the low stocks of good mill wheat in northern and eastern 
districts, it was thought likely that a large proportion of the 
first harvest would move to northern and eastern mills and 
that local mills would. absorb their usual share. 

A representative of the Fleet Corporation gave assurance 
that there would be an adequate supply of boats to take care 
of exports currently, and reports of elevators at Gulf ports indi- 
cated that these plants were in good condition and readiness 
to take care of any volume of grain that might be sent down 
to them. Railroad representatives of originating grain lines told 
of large mobilizations of grain cars already stored in advance 
of the movement and of other improvements in equipment sup- 
ply and facilities which should serve to expedite handling and 
movement. Everything was reported to be in readiness to take 
care of this crop as soon as it is ready to move. A much faster 
movement than usual is expected, however, as the result of 
an increase of from 50 to 130 per cent in the number of combine 
machines that will be in operation this year as compared to 
the number in operation in 1926. 


In order to conserve equipment supply and reduce as far 
as possible the number of cars to be handled at unloading 
points, shippers were urged to load all cars to limit capacity. 

The report of the railroad contact committee showed that, 
in the past year and a half, 544 miles of new railroad construc- 
tion by six railroads serving southwest territory were com- 
pleted. 

There were no set speeches and the entire session was de- 
voted to reports and analyses of crops, industrial conditions 
and related transportation activities. It was voted to hold the 
next meeting at Dallas, Tex. It will be in September. 


SOUTHEAST SHIPPERS’ BOARD 


Industries in the southeast expect an early recovery from 
general business depression now prevailing, according to reports 
at the twenty-second regular meeting of the Southeast Shippers’ 
Advisory Board at Savannah, Ga., June 8. A net volume of 
business three per cent greater in July, August and September 
than for the same period last year was predicted. 

Approximately 600 representatives of industry in the south- 
east, together with railroad officials, were in attendance. S. L. 
Yerkes, vice-president, Grider Coal Sales Agency, Birmingham, 
Ala., general chairman of the board, presided, assisted by 
Thomas J. Burke, commissioner, Charleston Traffic Bureau, 
Charleston, S. C., vice-chairman of the board, and E. Del Wood, 
traffic manager, Chattanooga Manufacturers’ Association, Chat- 
tanooga, Tenn., general secretary. 

A resume of the reports of the commodity committees 
follows: 





A decrease of 9 per cent in shipments of alcohol is expected. 
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Greater Profits Can Be Made By Locating 


Your Plant In The James River Basin 


What Chicago’s industrial area is to the East and West, 
Richmond’s James River Basin is to the North and South. 


It is a strip of land eight miles wide, running from the 
head of navigation in Richmond 30 miles east to Hopewell. 
It is less than eight hours from the population centers of 
the North and the richest sections of the South. Through 
it runs the historic James River. 


Plants locating in the James River Basin do not need to 
——— in order to serve both the North and the 
South. 


In 1927 the Allied Chemical and Dye Corporation and the 
DuPont Rayon Company announced their decisions to 
make investments in the James River Basin running into 
more than one hundred million dollars. 


Plants already located in the James River Basin report 
profits in 1927 because of so many manufacturing ad- 
vantages. 


High production is maintained by workers because of 


As far South as you Need Come for labor and Southern Distribution: 
pod pe South as you Can come for quick transportation North by rail 
and water. 


Richmond’s industrial climate, averaging 58.3°, which 
eliminates the cold winters andthe hot summers. 


One corporation saves $55,000.00 annually in taxes by 
locating here. Another saves thousands of dollars annually 
by having express service to New York at water rates. 
Others add to their net profits because of overnight dis- 
tribution facilities to the richest sections of the South; 
cheap power; favorable freight rates; low living costs; 
pure and plentiful water. 


Sites are still reasonable despite the fact that many fac- 
tories have located in the James River Basin. Richmond 
offers certain economies to those factories now operating 
at a disadvantage elsewhere. Would it not be worth while 
to decide how a location at Richmond compares with your 
present one? Such a study will be made of your »roblem 
without obligation. 


Industrial Department 
RICHMOND CHAMBER OF COMMERCE 
Box, 109, Richmond, Va. 


O 


VIRGINIA 





‘The drone of the air plane—the dirigible—are familiar 
sounds in Richmond. For here, according to many 
fliers, is one of the best air-ports of today. The bird- 
man looks down on roof-tops where giant arrows point 
the way to the landing field with its long runways, 
shops and crews of busy mechanics. 
the main line of air travel. 


Richmond is on 
































































































































1506 


Current production sub-normal, prospective normal. Current markets 
quiet, prospective fair. Stocks decreasing with normal in prospect. 

Production and shipments of aluminum ingot and sheet is ex- 
— to be 67 per cent greater than last vear. Markets good, stocks 
normal. 

The brick, clay and clay products industry expects a 20 per cent 
decrease in shipments, due to decline in building activities and heavy 
stocks on hand in yards. Production sub-normal and being cur- 
tailed. Markets quiet. ° f : 

Cement shipments will be per 10 cent heavier. Production is 
os, than last year with 1,309,000 barrels stock on hand at end 
of April. 

Movement of chemicals and explosives will equal last year. 

Shipments of coal and coke will be 5 per cent less, due to pur- 
chases in Alabama fields last year account strike in central com- 
petitive region. Production Alabama 65 per cent, Tennessee and 
Virginia 80 per cent. Markets expected to open up normally July 
1, in view reduced stocks on hand in railroad storage and necessity 
replenishing stocks in retail yards. 

Movement of cotton seed and products will be 50 per cent less 
than in the same period last year, due to small cotton crop last year, 
earlier movement and consumption of normal carry-over of cotton 
seed and products. The movement of cotton seed and products will 
be later this year than usual. 

Shipments of crushed stone, sand, gravel and slag are expected 
to be 2% per cent greater than last year because of increased road 
building and other programs calling for use of these materials in 
certain sections of the territory. ? 

Movement of fertilizer, imported potash and phosphate 
from Tennessee and Florida will equal that of last year. 
normal, markets fair to good, stocks on hand ample. 

A peach crop 40 per cent heavier than last year is expected. 
Production and shipments of watermelons, Irish potatoes and sweet 
potatoes will be about the same as last year, while a 4 per cent 
heavier movement is expected for other truck crops, with tomatoes 
showing largest increase. Apple production will be about 50 per cent 
heavier than in 1927. 

A 10 per cent decrease in movement. of furniture is expected. 
Production 80 per cent of normal; markets quiet, stocks below normal. 

The grain and grain products industry looks for a normal move- 
ment of grain and a 5 per cent increase in shipments of grain prod- 
ucts. Current production slightly below normal, prospective normal. 
Markets active, level high. About 30 days’ supply stocks on hand. 

Iron and steel shipments will be 45 per cent greater. Production 
—* about 80 per cent. Markets fair, with average stocks on 
hand. 

Shipments of southern pine will equal those of last year. Pro- 
duction is stable, markets good, stocks 3 per cent lower than last year. 

Hardwood production is normal and a 15 per cent increase in 
shipments is expected. The cypress industry looks for a 5 per cent 
increase in business, particularly in marketing of tidewater red 
cypress. Production curtailed but expected to be normal next three 
months. Ample stocks of hardwood and cypress on hand. 

Production and movement of machinery, castings and boilers 
will be normal. Markets fair, distribution good, stocks normal to low. 

Greater sales, optimistic crop outlook, increased saving deposits 
and augmented building permits together with normal conditions 
reported by those industries indicate the movement of miscellaneous 
commodities will equal that of 1927, with slight increase possible. 

Production and movement of naval stores will be about the 
same as last year. Stocks on hand sub-normal, markets low and 
uncertain. 

The petroleum and products industry expects in .increase of 
12 per cent, due to augmented activity in automabile industry and 
greater domestic consumption. Current production exceeds demand; 
markets seasonable and steady. Distribution slightly above normal. 
Stocks ample but decreasing. 

An increase of 5 per cent, due to augmented production is an- 
ticipated by the pulp, paper and products industry. Markets fair to 
excellent, stocks on hand ample. 

Sugar movement will be about the same as last year with some 
alteration possible by sugar coming in through south Atlantic and 
Gulf ports. Production sufficinet for demand, markets weak, stocks 
abnormal, with normal in prospect. An increase of 2 per cent in 
movement of syrup and molasses is expected. 

Although cotton mills in the southeast have been curtailing their 
operation for past sixty days, production and movement is expected 
to exceed that of the third quarter last year by 10 per cent. For 
nine months past southern mills consumed 3,947,508 bales of cotton, 
as against northern mills’ consumption of 1,133,294 bales. In April, 
1928, southern mills operated 17,822,160 spindels, as compared with 
11,785,338 operated by northern mills. 


rock 
Production 


J. J. Pelley, president, Central of Georgia; Mayor Thomas 
Hoynes, of Savannah, Gordon Saussey, general counsel, Savan- 
nah Port Authority, and Anton P. Wright, president, Savannah 
Bank and Trust Company, were the principal speakers. 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended June 2 totaled 
934,214 cars, according to the car service division of the Amer- 
ican Railway Association. Because of the observance of Decora- 
tion Day, this was a decrease of 86,702 cars under the preceding 
week, reductions being reported in the loading of all commod- 
ities except ore, which showed an increase. The total for the 
week ended June 2 was an increase, however, of 22,704 cars 
above the same week in 1927, but a decrease of 10,650 cars 
compared with the corresponding week in 1926. 

Revenue freight loading by districts the week ended June 


2 and for the corresponding period of 1927 was reported as 
follows: 


Eastern district: Grain and grain products, 5,469 and 6,943; live 
stock, 2,034 and 2,383; coal, 36,286 and 34,145; coke, 2,031 and 1,905; 
forest products, 4,157 and 4,305; ore, 5,311 and 5,565; merchandise, 
L. C. L., 62,341 and 60,562; miscellaneous, 96,596 and 88,760; total, 
1928, 214,175; 1927, 204,568; 1926, 218,107. 

Allegheny district: Grain and grain products, 2,727 and 2,940; live 
stock, 1,632 and 1,991; coal, 33,241 and 33,711; coke, 5,172 and 5,198; 
forest products, 2,607 and 2,975; ore, 11,988 and 11,158; merchandise, 
L. C. L., 49,171 and 49,253; miscellaneous, 83,177 and 79,990; total, 
1928, 189,665; 1927, 187,216; 1926, 191,328. 

Pocahontas district: Grain and grain products, 156 and 171; live 
stock, 123 and 113; coal, 34,077 and 40,363; coke, 360 and 449; forest 
products, 1,647 and 2,235; ore, 112 and 114; merchandise, L. C. 


THE TRAFFIC WORLD 





Vol. XLI, No. 24 











6,696 and 6,945; miscellaneous, 5,917 and 5,488; total, 1928, 49,088; 1997 
55,878; 1926, 54,969. . 

Southern district: Grain and grain products, 3,462 and 3,463. 
live stock, 1,782 and 2,355; coal, 20,386 and 18,515; coke, 518 and 571: 
forest products, 19,927 and 20,379; ore, 1,096 and 1,010; merchandise 
L. ©. ., 37,897 and 36,671; miscellaneous, 53,582 and 52,954; total! 
1928, 138,650; 1927, 135,918; 1926, 140,391. 

Northwestern district: Grain and grain products, 9,398 and 8,720: 
live stock, 6,816 and 7,771; coal, 4,420 and 4,530; coke, 1,388 and 1,828: 
forest products, 17,118 and 16,946; ore, 38,369 and_37,286; merchandise, 
L. C. L., 29,313 and 29,507; miscellaneous, 41,554 and 38,896; total, 
1928, 148,376; 1927, 145,484; 1926, 147,292. 

Central Western district: Grain and grain products, 8,388 anq 
9,640; live stock, 10,034 and 10,761; coal, 7,210 and 5,659; coke, 289 
and 276; forest products, 11,004 and 10,310; ore, 3,679 and 3,284; mer- 
chandise, L. C. L., 30,349 and 29,130; miscellaneous, 53,610 and 48,614; 
total, 1928, 124,554; 1927, 117,674; 1926, 124,824. 

Southwestern district: Grain and grain products, 4,314 and 4,538: 
livestock, 2,464 and 3,320; coal, 3,371 and 2,481; coke, 115 and 186; 
forest products, 7,941 and 7,362; ore, 385 and 418; merchandise, L. ¢C, 
L., 14,424 and 14,911; miscellaneous, 36,692 and 31,556; total, 1928, 
69,706; 1927, 64,772; 1926, 67,953. 

Total, all roads: Grain and grain products, 33,914 and 36,415; live 
stock, 24,885 and 28,694; coal, 138,941 and 139,404; coke, 9,864 and 
10,413; forest products, 64,401 and 64,512; ore, 60,890 and 58,835; mer- 
chandise, L. C. L., 230,191 and 226,979; miscellaneous, 371,128 and 
346,258; total, 1928, 934,214; 1927, 911,510; 1926, 944,864. 


Loading of revenue freight in 1928 compared with the two 
previous years follows: 


1928 1927 1926 

Four weeks in January......... 3,447,723 3,756,660 3,686,696 
Four weeks in February........ 3,589,694 3,801,918 3,677,332 
Five weeks in March........... 4,752,031 4,982,547 4,805,700 
Four weeks in April. ..ceccseces 3,738,295 3,875,589 3,862,703 
Four Weens im BIAY .....ccccccess 4,006,058 4,108,472 4,145,820 
Week ended June 2............. 934,214 911,510 944,864 

MUD \Siawicdiecremerccacceancti 20,468,015 21,436,696 21,123,115 


R. R. CAPITAL EXPENDITURES 


Capital expenditures made by the railroads for new equip- 
ment and additions and betterments to property used in con- 
nection with the transportation service, amounted to $128,428,000 
in the first three months of 1928, according to a report submitted 
by the Bureau of Railway Economics at the meeting in Atlantic 
City of the board of directors of the American Railway Asso- 
ciation, June 14. 


“Compared with the corresponding period in 1927, this was 
a decrease of $26,594,000, while it also was a decrease of $37, 
327,000 under the corresponding period in 1926,” said the bureau. 

“Total capital authorizations as of April 1, this year, in- 
cluding the carry-over from 1927, amounted to $593,757,000, 
compared with $724,853,000 for the same period in 1927, and 
$821,880,000 in 1926. This decrease in authorizations for this 
year is due principally to the smaller carry-over from the pre- 
vious year. The carry-over for 1928 amounted to $323,692,000, 
compared with $455,828,000 for 1927 and $467,057,000 for 1926. 
The authorizations for capital expenditures made between Jan- 
uary 1 and April 1, this year, compare more favorably with 
those of 1927, being $270,065,000 for 1928 and $269,025,000 for 
1927. 


“Capital expenditures for the past five years have aggre- 


gated $4,338,721,000, as follows: 1923, $1,059,149,000; 1924, 
$874,743,000; 1925, $748,191,000; 1926, $885,086,000; 1927, $771,- 
552,000; total, $4,338,721,000. 


“The amount of expenditures during the first three months 
of 1928 devoted to purchase of new equipment was $33,016,000, 
compared with $55,346,000 for the corresponding period of 1927. 

“Roadway and structures expenditures aggregated $95,412,- 
000, compared with $99,676,000 for 1927. 

“This decrease in equipment expenditures for the first 
three months of the year is due, in part, to the small carry- 
over from last year’s authorization for such expenditures. 

“The decrease of equipment expenditures this year is in 
line with smaller equipment orders and installations. 

“In the first three months this year, the railroads installed 
9,820 freight train cars, which was a decrease of 3,636 compared 
with the number installed during the same period in 1927. 
Passenger train cars placed in service in the first quarter in 
1928 totaled 537 or an increase of 80 over the same period 
the year before. Locomotives installed were about equal in the 
two years, there having been 435 in the first three months this 
year compared with 447 one year ago. 

“On April 1, the railroads had 22,233 freight train cars on 
order compared with 26,717 on the same day in 1927. Passenger 
train cars on order totaled 1,036 compared with 1,013 on April 1 
last year while locomotives on order on April 1 this year 
amounted to 137 compared with 244 in 1927. 

“Capital expenditures actually made in the first three 
months this year for locomotives amounted to $10,493,000 which 
compares with $19,771,000 made during the corresponding period 
of last year. For freight cars, expenditures amounted to $13,601,- 
000, compared with $18,192,000 in the first quarter of 1927. For 
passenger cars, capital expenditures in the first three months 
this year amounted to $5,785,000, compared with $12,346,000 
for 1927. 

“Total capital expenditures for roadway and structures made 
by the railways of this country in the first three months this 
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THE REDWOOD LINE 


Gulf-Intercoastal Steamship Service 


A DEPENDABLE COMPANY 


CHICAGO BIRMINGHAM 
H. B. Rox 
201 Brokers Bldg. 
Phone 4-4362 


R. F. Thompson 
2118, 105 W. Adams St. 
Phone Franklin 3774 


FIRST THROUGH RATES FROM THE MIDDLE 
_ WEST = CALIFORNIA eine 
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IRON AND STEEL ARTICLES—CANNED GooDs 
SOAP—LYE AND TIN PLATE 
VIA ILLINOIS CENTRAL AND 
REDWOOD LINES 
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- OTHER CARRIERS ARE INVITED 
TO PARTICIPATE 


SEES 


ST. LOUIS MOBILE 
Fred D. Royce Wm. Gorman 
1634 Arcade Bldg. 205 State Bldg. 
Phone GArfield 2287 GULFPORT Phone 4214 
The Redwood Line 
West Pier 
Phone 468 


GENERAL PACIFIC COAST AGENTS: McCORMICK STEAMSHIP CO. 


SAN FRANCISCO OAKLAND LOS ANGELES 
900 Matson Bldg. Lawrence Terminal 1110 Lane Mortgage Bldg. 
215 Market St. 1 Jefferson St. 208 West Eighth St. 


Offices also in Portland, Seattle and Tacoma 


REDWOOD LINE, Inc. 


General and Local Offices Located: 
1421 New Orleans Bank Building : : NEW ORLEANS 
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year amounted to $95,412,000. This was a decrease of $4,264,000 
under the same period last year. 

“Capital expenditures for additional track in the first three 
months in 1928 amounted to $24,744,000, compared with $30,145,- 
000 during the corresponding period last year. For heavier rail, 
expenditures totaled $9,621,000 compared with $8,275,000 in 1927. 
For shops and engine houses, including machinery and tools, 
expenditures totaled $7,964,000 compared with $10,941,000 in 
1927. For all other improvements $53,083,000 were expended in 
the first quarter this year, an increase of approximately $3,000,- 
000 compared with the same period in 1927.” 


CAR SERVICE REPORT 


Estimated revenue freight car loading for the 52 weeks of 
1928 amounts to 50,434,000 cars, a decrease of 1,280,302 cars 
under the same period of 1927 and 2,664,819 cars under 1926, 
according to a report of the car service division of the Ameri- 
can Railway Association submitted at a meeting of the board 
of the directors of the association at Atlantic City, June 14. 

Actual loading from January 1 to May 12 totaled 17,509,388 
cars, as compared with 18,470,899 cars in the corresponding 
period of 1927, and 18,058,395 cars in the corresponding period 
of 1926. Car loading by commodities for the period January 
1 to May 12 was set forth as follows: 








Per Cent 
Increase 
ver 

1928 1927 1926 1927 1926 

Grain and grain products.. 856,486 777,247 782,309 10.2 9.5 

ME cd eanidewtersas ee 561,657 545,341 551,039 3.0 4.9 

OO RRS ee re 3,101,101 3,701,321 3,324,872 *16.2 *6.7 

tira Bh ares ae. dare a Dlaceiaceiale 202,844 227,188 287,573 *10.7 *%29.5 

Forest products ..... ...-- 1,238,268 1,299,066 1,403,799 %4.7 %11.8 

NEE ne ee ees 201,390 352,237 290,273 *42.8 *30.6 

Merchandise L. C. L...... 4,767,045 4,846,247 4,879,212 *%1.6 *2.3 

ee 6,580,597 6,722,252 6,539,318  *2.1 6 

RS ney, ore ere 17,509,388 18,470,899 18,058,395 *5.2 *3.0 
*Decrease. 


As to the supply of box cars and of open top cras, the 
report said: 


There is a normal distribution of box. cars throughout the 
country and the supply has continued sufficient to meet all require- 
ments. 

As is usual at this season, there is general interest in the pros- 
pects for the crop of winter wheat. Conditions this year to a marked 
extent are different from usual. The area of so-called soft winter 
wheat production, extending from Missouri east and north of the 
Ohio River, has suffered very heavily abandonment, and present 
prospects indicate only about half the crop of last year. In the so- 
called hard winter wheat area, which includes the belt from Texas 
north to Montana, west of the Missouri River, there is a mixed 
situation. From the middle of Kansas south, which is the area of 
heaviest production, conditions are good and indicate an increase 
over last year of about 35 per cent. North and west of the middle 
of Kansas the prospects are less favorable, Nebraska and Colorado 
showing an estimated decrease of from 25 to 35 per cent under last 
year, with Montana about the same. 

These conditions necessarily will concentrate the heavy crop 
movement within a limited area. While the indications in the Kansas- 
Oklahoma territory are considerably below the large production of 
1926, there has been a radical change in the harvesting methods since 
that year. In 1927 there was an increase in this district of approxi- 
mately 60 per cent in the number of ‘“‘combine’’ harvester-thresher 
machines over 1926, and the number is benig further increased to 
a considerable degree this year. With a much smaller number of 
“combines” in operation, the heavy crop of 1926 was dumped on 
local elevators and railroads so fast as to tax their facilities to the 
utmost* In some caseS it was utterly impossible to keep up with 
the avalanche of grain that poured from the harvesters seeking room 
in elevators and cars. The probable combination this year of another 
heavy crop with a further marked increase in combines in operation, 
and the possible conjunction of a favorable market price (owing 
to reduction in production elsewhere) will produce a situation that 
will require the best efforts of the roads serving this territory to 
meet successfully. 


The attention of all railroads throughout the country has been 
called to this impending crop movement and the necessary action 
is being taken to build up the box car supply of the Southwestern 
lines accordingly. 

While too early to give any definite indication, the prospects 
in the spring wheat territory, so far as moiosture and area under 
cultivation are concerned, are for a good crop. 

The Shippers’ Advisory Boards in the wheat territory are pre- 
paring to cooperate closely with the railroads, as in the past, in 
every way that will contribute to the prompt handling of cars en- 
gaged in this traffic. } 

Production of bituminous coal for calendar year to May 12 
totaled 176,752,000 tons, compared with production of 219,012,000 tons 
for same period year 1927. 

The high points in so far as the loadings, movement, dumpings 
and storage of coal for the current year up to the present time are 
as follows: 

Production of bituminous coal decreased 42,260,000 tons or 19 per 
cent compared with same period previous year. 

Consumers’ stocks of bituminous coal in reserve as of April 1, 
decreased 26,700,000 tons or 35.6 per cent as compared same date 
previous year. Notwithstanding the large decrease the coal in 
storage represented practically a normal situation. 

Bituminous coal held in stock piles by the railroads, as of May 
1, decreased 6,472,722 tons or 39 per cent compared same period 
previous year. 

Dumpings of coal into vessels at Lake Erie Ports for period Janu- 
ary 1 to May 13 were the lightest for any similar period during the 
past four years. 

Bituminous coal on upper lake docks April 1 increased 2,236,000 
tons or 107.2 per cent compared with a year ago. 

Loading of sand, stone and gravel for the period January 1 to 
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May 5, 1928, totaled 578,519 cars, a decrease of 38,339 cars or 6.6 per 
cent as compared with the same period of the previous year. 

It is anticipated from reports received through the Regiong) 
Advisory Boards the loading of sand, stone and gravel during the 
calendar year will equal, and possibly exceed slightly, loadings dur. 
ing year 1927. 

The supply of open top cars will be adequate to protect promptly 
all requirements for that class of equipment, regardless of any bunch- 
ing of shipments which may be produced as a result of the late 
spring or because of other unforeseen or unusual causes. 


LOCATION OF CARS 


The percentage of home cars on home roads, Class I, as of 
May 15, was 70.7 according to the semi-monthly bulletin of the 
car service division of the American Railway Association. By 
classes of equipment, the percentages were as follows: Box, 
62.7; refrigerator, 80.1; coal and coke, 75.8; stock, 87.2; flat, 
77.7; tanks and others, 94.5. By districts the percentages for 
all classes of equipment were as follows: Eastern, 61.2; Alle. 
gheny, 78.3; Pocahontas, 61.8; Southern, 71.7; Western, 73.8, 

Percentages of freight cars on line to ownership, Class | 
roads, as of May 15, were shown as follows: LEastern district, 
99 as against 98.7 a year ago; Allegheny, 102.7 as against 101.8 
a year ago; Pocahontas, 75.2 as against 74.8 a year ago; South- 
ern, 95.1 as against 92.6 a year ago; Western, 97.3 as against 
97.9 a year ago; all districts, 97.5 as against 97.6 a year ago; 
Canadian roads, 100.6 as against 97.4 a year ago. 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period May 
23-31, inclusive, was 304,152, as compared with 299,521 cars in 
the preceding period, according to the car service division of 
the American Railway Association. No shortage was reported. 
The surplus was made up as follows: 


Box, 125,121; ventilated box, 1,688; auto and furniture, 16,455; 
total box, 143,264; flat, 6,321; gondola, 56,577; hopper, 52,256; total coal, 
108,833; coke, 1,240; S. D. stock, 22,587; D. D. stock, 3,579; refrigerator, 
16,602; tank, 396; miscellaneous, 1,330. 


Canadian roads reported a surplus of 13,500 box, 1,200 re- 
frigerator and 200 miscellaneous cars. 


COAL PRODUCTION AND SHIPMENT 


Production of soft coal the week ended June 2 was esti- 
mated at 7,382,000 net tons by the Bureau of Mines of the 
Department of Commerce. Compared with the output in the 
preceding week, this was a decrease of 992,000 tons, or 11.8 per 
cent. The decrease was due almost entirely to observance of 
the holiday on May 30. 

Anthracite production the week ended June 2 was estimated 
at 1,494,000 net tons, a decrease of 533,000 tons from the high 
record of the preceding week, due to observance of the holiday 
on May 30. 

Bituminous coal dumped into vessels at Lake Erie ports 
the week ended June 38 totaled 1,168,568 net tons. Anthracite 
shipped from Lake Erie ports the week ended June 3 totaled 
59,225 net tons. 

Tidewater bituminous coal shipments from Hampton Roads 
the week ended June 2 totaled 334,512 net tons, of which 211,058 
tons were for New England delivery. At Charleston, S. C., a 
total of 1,496 tons were dumped the week ended June 2. 

Cars of coal forwarded over the Hudson to eastern New 
York and to New England the week ended May 26 were reported 
as follows: Bituminous, 2,008 cars; anthracite, 4,048 cars. 


LUMBER SHIPMENTS 


The lumber industry showed further improvement last week, 
according to the National Lumber Manufacturers’ Association’s 
interpretation of telegraphic reports from 868 mills, as com- 
pared with 826 mills a week earlier. 

The following table compares the lumber movement, as 
reflected by the reporting mills of eight softwood, and two 
hardwood, regional associations, for the three weeks indicated; 
000’s omitted: 


Preceding 
Past Week Week, 1928 (Revised) 
Softwood Hardwood Softwood Hardwood 
Mills (or Units*)....... 445 423 418 408 
Production ......; eekwata 286,821 58,261 275,273 56,636 
ee 296,470 56,653 305,300 56,668 
Orders (New Business)301,956 54,635 274,103 51,702 





*A unit is 35,000 feet of daily production capacity. 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables the 
week ended June 9 totaled 21,669 cars, as compared with 19,167 
cars (revised) the preceding week, and 17,821 cars in the cor- 
responding period of 1927, according to carrier reports to the 
Bureau of Agricultural Economics of the Department of Agri 
culture. Shipments were reported as follows: ; 


Apples, 295 cars; asparagus, 56 cars; cabbage, 821 cars; canta- 
loupes, 2,250 cars; carrots, 213 cars; cauliflower, 12 cars; celery, 268 
cars; imports, 48 cars; cherries, 121 cars; cucumbers, 433 cars; egg- 
plant, 9 cars; grapefruit, 107 cars; imports, 2 cars; grapes, 2 cars; 
green peas, 140 cars; lemons, 389 cars; lettuce, 602 cars; miscellaneous 
melons, 198 cars; mixed citrus fruit, 48 cars; mixed deciduous fruit, 
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The Only Direct All-Water Route 


SERVING WITHOUT TRANS-SHIPMENT 


New York - Buffalo - Cleveland - Toledo - Detroit 
Oswego - Hamilton, Ont. 
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SHIP BY BARGE! 
via THE OPEN GATEWAY TO THE SEA 


AFFORDING SHIPPERS 
Dependable Freight Service with 20% Savings in Rates 
Delivery Alongside Steamers at New York Without Trans-shipment. 





Nothing Less Than Full Barge Loads Accepted. 650 gross tons constitute average barge load. Barges 
move in fleets of four (4) with approximate total capacity of 2600 gross tons. 


For Rates or Other Information, Address 


HEDGER TRANSPORTATION COMPANY, tne. 


TELEPHONE 


MEMBERS 
N. Y. Produce Exchange 
N. Y. Maritime Exchange 


BOWLING GREEN 0495 
BONDED CARRIER 


25 Broadway, New York City, N. Y. 


BUFFALO OFFICE: Chamber ef Commerce Building 
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175 cars; mixed vegetables, 708 cars; onions, 184 cars; oranges, 687 
cars; peaches, 62 cars; peppers, 97 cars; plums and prunes, 251 cars; 
spinach, 2 cars; strawberries, 2,239 cars; additional movement of 
strawberries by truck reduced to carlot equivalent, for Delaware, 
Maryland and Virginia, 1,026 cars; string beans, 646 cars; sweet po- 
tatoes, 108 cars; tomatoes, 1,558 cars; imports, 6 cars; watermelons, 
1,819 cars; imports, 1 car; potatoes (1928 season), 4,794 cars; potatoes 
(1927 season), 1,357 cars; imports, 6 cars. 


U. S. AND CANADIAN COMMERCE 


The Canadian legation at Washington has issued the fol- 
lowing statement with respect to shipments via ports of the 
United States and Canada: 


During nine months ended April, 1928, out of the total of 142,- 
197,176 bushels of Canadian wheat shipped to the United Kingdom, 
91,302,791 bushels moved through United States ports. The total value 
of Canadian merchandise exported through American ports has in- 
creased from $232,318,769 in 1923 to $310,284,878 in 1927. It is also 
of interest to note that the value of merchandise imported through 
the same ports for in transit movement to Canada has shown a 
remarkably even trend through the five-year period 1923-28, averag- 
ing in round figures $13,000,000 a year. 


The statement was prepared by the legation, in connection 
with statements that have been made with reference to the 
resolution adopted by the Senate calling on several departments 
of the government to submit a report at the next session of 
Congress on diversion of commerce from U. S. ports to Cana- 
dian ports and remedies to prevent such diversion. 


NUMBER OF RAIL EMPLOYES 


At the middle of April Class I steam railroads had 1,658,623 
employes, a decrease of 5.68 per cent, as compared with April, 
1927, and a decrease of 7 per cent as compared with April, 
1926, according to compilations made from carrier reports by 
the bureau of statistics of the Commission. 





PARCEL POST REGULATION 


W. Irving Glover, second assistant Postmaster-General, has 
announced that, as the result of approval of the postal rate 
revision act, the rates of postage on parcel-post packages ad- 
dressed for delivery in the countries that have ratified the Pan 
American Parcel Post Convention of Mexico (Argentina, Brazil, 
Chile, Dominican Republic, Ecuador, El Salvador, Guatemala, 
Honduras, Mexico, Panama, Paraguay, Peru and! Spain), effec- 
tive July 1, plus a surcharge of 5 cents in each instance, will 
be as follows: 1 pound, 13 cents; 2 pounds, 25 cents; 3 pounds, 
37 cents; 4 pounds, 49 cents; 5 pounds, 61 cents; 6 pounds, 
73 cents; 7 pounds, 85 cents; 8 pounds, 97 cents; 9 pounds, 
$1.09; 10 pounds, $1.21; 11 pounds, $1.33; 12 to 22 pounds, 12 
cents to be added for each pound. 





VOLUME OF AIR MAIL 


According to figures made public by Postmaster-General 
New, there was an increase of 28,256 pounds of mail carried 
over the nineteen contract air mail routes throughout the 
country for the month of May, as against the previous month. 
There was a total of 199,284 pounds of mail carried over the 
air mail routes in May, while for April the total in pounds 
was 171,028. 

The figures for the routes, together with the weight in 
pounds of mail carried for May, 1928, follow: 


Boston-New York, 3,291; Chicago-St. Louis, 3,268; Chicago-Kan- 
sas Cit)¥-Dallas (day and night), 13,448; Salt Lake City-Los Angeles, 
21,747; Salt Lake City-Pasco, 7,471; Detroit-Cleveland, 144; Detroit- 
Chicago, 1,524; Seattle-Los Angeles, 8,111; Chicago-Minneapolis, 4,137; 
Cleveland-Pittsburgh, 2,550; Cheyenne-Pueblo, 3,702; New York-Chi- 
cago, 53,012; Chicago-San Francisco, 56,654; New York-Atlanta, 8,566; 
Buffalo-Cleveland, 1,272; Dallas-Galveston, 1,980; Dallas-San Antonio, 
2,689; Atlanta-New Orleans, 3,143; and. Chicago-Cincinnati, 2,575. °* 


RECONSIGNING RULES REVISION 


The Trafic World Washington Bureau 


The Commission, by means of a letter addressed to Eugene 
Morris, chairman of the railroads’ committee on reconsigning, 
by George M. Crosland, assistant director of the Commission’s 
bureau of traffie, has directed the carriers to revise their re- 
consigning rules with a view to removing therefrom the con- 
flicts it has found in them. A copy of Mr. Crosland’s letter, 
upon instruction, has also been sent to H. D. Rhodehouse, chair- 
man of the National Industrial Traffic League’s reconsigning 
committee. Specifically, the letter directs the attention of the 
carriers to the conflicts and contradictions found by the Com- 
mission in connection with the case presented in No. 17960, 
McSwain Lumber Co. vs. Alabama, Tennessee & Northern et al. 
(Traffic World, June 2, p. 1358). The rules with which the 
Commission struggled in that case were those published by 


the Norfolk & Western, the delivering carrier. In part, the 
letter follows: 


You will find, after careful reading of the report passed by the 
Commission, that some severe criticisms of the reconsigning rules of 
the Norfolk & Western have been made and as the Norfolk & Western 
Co.’s rules are substantially similar to the rules of all other carriers 
throughout the country the strictures made will apply with equal 
force to tariffs of all other carriers. In addition to what has been 
said in this case your attention is directed to the fact that the 
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Commission and its bureau of traffic have frequently been called upon 
both on the formal and the informal docket to interpret Provisions 
of the reconsigning tariffs. 

The conflicts referred to in the report attached are difficult to 
reconcile; therefore, it seems to the Commission that the reconsj 


n 
rules of carriers should be revised in order to prevent the necemnt 
for the Commission making interpretations, either informal or formai, 


and I have been instructed to call this matter to your attention with 
the request that you present the matter to carriers in such manner 
as will result in a revision of the rules and the removal of all con. 
flicts therein. The reconsigning rules have been more prolific of litj- 
gation than were the old demurrage rules before they were reviseq 
and clarified. The Commission desires you to take prompt action in 
this matter and if we can render any assistance in the premises, yoy 
may call upon us should you think it desirable. i 


VIRGINIA RATE CASES 


(Special Correspondence From Richmond, Va.) 

Further hearing in the Virginia intrastate rate cases (dock- 
ets 3102 and 3136) was held last week before the State Cor. 
poration Commission of Virginia. 

At the previous hearing the commission announced that 
the purpose of the June hearing would be to permit the carriers 
to cross-examine the shippers and submit rebuttal testimony, jf 
desired. Shippers were surprised by the announcement of the 
carriers that they did not care to cross-examine any of the ship- 
pers. Thereupon several of the carriers, the Norfolk & Western, 
Seaboard Air Line and the Atlantic Coast Line proceeded to pre. 
sent rebuttal testimony. Their testimony consisted of criticisms 
of accounting exhibits which had been introduced by the com- 
mission and submittal of exhibits which the carriers stated 
were correct. The carriers’ exhibits dealt with mileage oper- 
ated, operating revenues, operating expenses and general result 
of operations, which the carriers claimed were more unfavor- 
able in 1927 and the first few months of 1928 than they were 
in 1926. One of the particular items of increased expense which 
the carriers emphasized was the increase due to wage awards 
granted in 1927. While very little rate or traffic data was 
submitted, it was the position of the carriers that the volume 
of tonnage handled had decreased considerably in 1927 under 
1926 and was showing like or greater decreases in 1928. 

Owing to the death of Charles J. Rixey, commerce counsel 
of the Southern Railway, that line was not required to present 
its rebuttal testimony, the commission postponing the hearing 
for this purpose until June 26. 


METHODS OF HANDLING GOODS 


The committee authorized at the conference at the Depart- 
ment of Commerce on simplified methods of handling goods has 
been appointed by Dr. F. M. Surface, assistant director of the 
Bureau of Foreign and Domestic Commerce. (See Traffic World, 
June 9.) The members are as follows: A. H. Campbell, gen. 
eral traffic manager of the International Paper Company; F. R. 
Long, president of the merchandise division of the American 
Warehousemen’s Association; J. A. Germonprez, Hupp Motor 
Car Corporation; M. L. Hamaker, Joseph Dick Manufacturing 
Company; Robert A. Lesher, traffic engineer of the Port of 
New York Authority; W. S. Morehead, division 6 of the Amer- 
ican Railway Association, and George B. Wright, Detroit & 
Cleveland Navigation Company. Ex officio members of the 
committee, from the Department of Commerce, are R. L. Lock- 
wood, of the division of simplified practice, and Thomas E. 
Lyons, of the transportation division of the department. 

At a preliminary conference of manufacturers of lift trucks 
and skids, called as the result of the conference last week at 
the Department of Commerce, a motion was adopted approving 
two heights for lift truck platforms, in the low position, of 7 
inches high and of 11 inches high. It was further voted that 
a maximum width of 27 inches for the lift truck platform be 
adopted as standard. As to clearance between the under side 
of skid platforms and the top of lift truck platforms, it was 
voted that a minimum clearance of three-quarters of an inch 
should be allowed. After discussion in regard to establishment 
of standard lengths of truck platforms, the conference voted 
to lay that matter on the table until after the question of skid 
sizes had been acted upon by other interests. 

The division of simplified practice of the Department of 
Commerce was requested to call a general conference of manu- 
facturers and users on June 28, at which the recommendations 
of the manufacturers as outlined above will be presented for 
action. The following were appointed to represent the manu- 
facturers at the general conference, with the understanding 
that all manufacturers are invited to attend: Edward L. Leeds, 
of Leeds, Tozzer & Co., Inc.; Walter C. Stuebing, president, 
Stuebing Cowan Company; and W. A. Meddick, the Lakewood 
Engineering Company. 

The manufacturers held their preliminary conference at the 
Chamber of Commerce of the United States June 12. 


CLAYTON ACT CASE 
In No. 20672, Sub. No. 1, Interstate Commerce Commission 
vs. Missouri-Kansas-Texas Railroad Company, the respondent 
has filed a supplemental answer with the Commission in which 
an agreement of the Kansas City Southern, the respondent and 
the Central Union Trust Company, of New York, amending and 
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NATIONAL 


PROVISO YARD 


CHICAGO 








Laredo to Mexico City . . . 53 Hours 
Eagle Pass to Mexico City . . 67 Hours 


RAILWAYS 


THE TRAFFIC WORLD 


GHIPMENTS under through bills of lading 
are moved across the border with utmost 
expediency; movement to final destination is 
resumed without delay, once shipments are 
cleared through customs house. 


Customs Agencies 


The National Railways of Mexico maintain official cus- 
toms agencies at El Paso, Eagle Pass, Laredo and Browns- 
ville, Texas, which are fully equipped to handle all 
shipments. The employment ofthese agencies affords 
many advantages, particularly in billing all customs and 
incidental charges including importation duties to be 
collected at destination. 


Fast Freight Service 


Allimport freight receives prompt and careful attention; 
is forwarded to destination on daily fast freight trains. 


For Complete Information 
Communicate with 


F. P. De Hoyos, Gen. Agt. G. B. Aleman, Gen. Agt. 
1515 Penn Bldg. 2195 Ry. Exch. Bldg. 
New York City St. Louis, Mo. 


F. N. Puente, Gen. Agt. 
441 Monadnock Bldg. 
San Francisco, Calif. 


A. Horcasitas, Com. Agt. 
414 Whitney Bank Bldg 
New Orleans, La. 


F. = Lona, (og mt 
Marquette e 
Chicago, Ill. 


El Paso to Mexico City . . . 101 Hours 
Brownsville to Mexico City 69 Hours 


OF 


The Largest Individual Freight Terminal in the World 


Te Chicago & North Western Railway 
Company Freight Terminal, Transfer 
House, and Classification Yards are located 
at Proviso, Ill., on its main line thirteen 
miles west of Chicago. A $16,000,000 pro- 
ject for handling through traffic with ut- 
most efficiency. 


With the tremendous growth of Chicago 
and its importance as a transportation center and 
railroad terminus, there came the necessity of greater 
transfer and interchange facilities not only for present 
needs but to take care of future growth and in full 
realization of the situation this vast project was con- 
ceived by this company. 


The immensity of the improvement can be perhaps 
better visualized by the following facts: 


TOTAL AREA . é 1,250 acres 
TRACK CAPACITY ‘ ‘ 26,000 cars 
THROUGH CARS PER DAY 15,000 cars 
The Proviso Transfer House for less than carload freight: 
Area under one roof : ° . ° 21 acres 
Length “ ‘ ‘< : ‘ ‘ Pe 1,420 feet 
Width ~ . ; ‘ > : 720 feet 
Merchandise Cars—Daily capacity . - 700 cars 


A modern Icing Plant for perishable freight. Modern 


CHICAGO & 







TRAVEL 





~ NORTH WESTER 


The Best of Everything in the Best of theWest RAILWAY Servi 


buildings and equipment of all kinds to 
facilitate and expedite operations. 


The Proviso Yard is particularly well situ- 
ated to serve the West, North, Northwest and 
Southwest as departing and arriving trains 
over the Chicagoand North Western Railway 
move directly to destinations without neces- 
sity of passing through the city of Chicago. 

In addition, the following Belt Lines deliver and re- 
ceive freightat Proviso Y ard under their own power, insur- 
ing continuous movement and expeditious handling of 
all traffic: Baltimore & Ohio Chicago Terminal R. R., Belt 
Railway Company of Chicago, Indiana Harbor Belt R.R. 

This great Transfer Yard is another indication of the 
= na spirit and policy of the Chicago & North 

estern Railway. 

Route shipments to all points in the world via the 
C. & N. W. Ry. which assures the Best of Everything in 
the Best of the West. 


A. C. JOHNSON, Vice President—Traffic 


H. W. BEYERS Ss. F. MILLER 
Freight Traffic Manager Asst. Freight Traffic Manager 
A. R. GOULD D. H. HOOPS 


Asst. Freight Traffic Manager General Freight Agent 
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supplementing agreements providing for acquisition of stock 
in connection with the so-called Loree southwestern merger 
plan, is set forth. The amendments specifically provide that 
the transactions contemplated with respect to acquisition of 
stock are subject wholly to approval of the Commission. It is 
understood the amendments have been made with the view 
that they will eliminate the basis for a charge that stock has 
been acquired in violation of the Clayton act. 


WOOL RATE HEARING 


Hearing in docket 20703, Boston Wool Trade Association 
and others against the A. & R. and others, before Examiner 
Kerwin at Chicago (see Traffic World, June 9, page 1452) ended 
with a night session June 8. 

Additional testimony was introduced by carrier witnesses 
criticizing the methods of computing mileage employed by the 
complainant as using “trick junctions” and otherwise not in 
accord with established practice. The railroad witnesses con- 
sistently held that the Commission’s order in the wool rates 
investigation had been complied with and that the present rates 
were not unreasonable, as compared with earnings on numerous 
other commodities. 

Among those who appeared were the following: R. E. 
Smith, assistant general freight agent, Northern Pacific; O. H. 
Timm, commerce assistant, C. M. St. P. & P.; G. W. Hamilton, 
assistant to freight traffic manager, Union Pacific; Walter 
O’Heron, commerce assistant, Santa Fe; J. E. Flansburg, com- 
merce assistant, C. & N. W.; and F. E. Dever, general freight 
agent, Great Lakes Transit Corporation. 





In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, a is a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. A traffic man of long experience 
and wide knowledge will answer questions relating to practical traffic 
problems. We do not desire to take the place of the traffic man but to 
help him in his work. ‘ : 

The right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. 

Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 


| Questions and Answers 





Tariff Interpretation 


Wisconsin.—Question: A question has come up as tw the 
proper rate applicable on lumber from Soperton, Wis., to points 
in Texas, such as Fort Worth and Dallas. 

In Southwestern Lines’ Tariff 2-L, I. C. C. 1906, page 204, 
item 1588, there is an exception reading: 


Differentials will not apply in making rates from points in Fox 
River territory. Rates from points in Fox River territory; also St. 
Paul, Minneapolis and Minnesota Transfer, Minn., will be made by 
use of basis provided in Item No. 810 and pages 451 to 455, inclusive, 
of Territorial Directory No. 1-H (J. E. Johanson’s I. C. C. No. 1931 
and B. T. Jones’ I. C. C. No. 1877). Combination rates will apply 
from all other points in Fox River Territory. 


Refer .to Southwestern Lines’ Territorial Directory 1-H: 

Soperton, Wis., is not specifically shown on pages 451 to 
455, nor in item 810 referred to in the exception quoted above. 
However, on page 28, item 20 provides for the application of 
Wabeno, Wis., rates from Soperton on account of Soperton being 
intermediate to Wabeno, Wis. 

By using rate of 151%4 cents to Chicago and 52 cents beyond, 
and treating these factors with the formula provided in Jones’ 
228 I. C. C. US-1, the combination is 64% cents per 100 pounds, 
whereas the rate from Wabeno, Wis., is 65% cents per 100 
pounds. 


We would appreciate a ruling that would cover the foregoing 
duplicate application of rates. 

Answer: In our opinion, the through rate of 65% cents per 
100 pounds, applying from Wabeno, Wis., is also applicable from 
Soperton, Wis., under the provisions of item 20, of Agent Johan- 
son’s I. C. C. No. 1931, the intermediate rule. This rule reads 
as follows: 


This Territorial Directory, as amended, contains (with few ex- 
ceptions) only the names of stations having a population of 500 or 
more. The rate or basis for rates from or to points not indexed 
(see Notes A, B, C and D) in this Directory will be the same rate 
or basis for rates shown at the two points on the same railroad, be- 
tween which the unindexed stations is located when rates or basis 
for rates at such points are the same and the higher rate or basis 
for rates shown at either of the two points on the same railroad 
between which the unindexed stations is located when the rates or 
basis for rates are different; except that this provision will not 
apply from or to points west of the Kansas-Colorado State Line, 
or from ogo west of a line beginning at Omaha, Neb., and extend- 
ing via the U. P. through Fremont, thence via the C. & N. W. through 
Linwood, Brainerd, Nora, Neb., thence via C. R. I. & P. to Nelson, 
Neb., thence via the C. B. & Q., to and including Superior, Neb. 

Note A—Except as specifically provided to the contrary in Notes 
B and C, the provisions of this Item also apply when a station is 
indexed, but a rate besis is not provided on all traffic to or from 
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Arkansas, Louisiana, Oklahoma, Texas and Texarkana, Ark-Tex, 
(See Item No. 70). 

(See ames 

Examples: 1. lenn, Mo., located on the St. L.-S. F., is indexeg 
and provision made for the application of St. Louis Territory rates 
on Texas, and Cairo rates on Louisiana and Texarkana, Ark.-Tex. 
(and points shown in Item 70), traffic and Cairo territory rates on 
Arkansas traffic; on Oklahoma traffic no territorial application of 
rates is provided for; the rate basis to apply to Glenn, Mo., on Okla- 
homa traffic, will be the higher rate basis applicable at either of the 
two points between which Glenn, Mo., is located on the St. L.-S. F, 

2. Jasper, Minn., located on the C. R. I. & P., is indexed and 
provision made for the application of Fox River Territory rates on 
Louisiana, Texas and Texarkana, Ark.-Tex., traffic, and Minneapolis- 
St. Paul Territory rates on Oklahoma traffic; on Arkansas traffic ref- 
erence is made to Items Nos. 5190 and 5420, which provide a rate 
basis only on vegetables; the rate basis to apply at Jasper, Minn., 
on classes and commodities (other than vegetables), will be the higher 
rate basis applicable at either of the two points between which 
Jasper, Minn., is located on the C. R. I. & P. 


Under item 20, note A, example 2, the Wabeno, Wis., rate 
will apply on lumber from Soperton, Wis., for, while Soperton 
is indexed in the tariff, no rate basis is provided on Lauisiana 
and Texas traffic, except on commodities named in items 4460 
and 5080. 

In the exception applying in connection with item 1588 on 
page 204 of Agent Johanson’s I. C. C. No. 1906, it is stated that 
differentials will not apply in making rates from points in Fox 
River territory; that rates in points from Fox River territory 
will be made by use of the basis provided in item No. 810, and 
on pages 451 to 455 of Agent Johanson’s I. C. C. No. 1931; 
that combination rates will apply from all other points in Fox 
River territory. While Wabeno, Wis., appears on page 455 of 
Agent Johanson’s I. C. C. 1931, neither Wabeno nor Soperton 
are shown in this tariff as being in Fox River territory. There- 
fore, in our opinion, the provision in the exception applying in 
connection with item 1588, on page 204 of Agent Johanson’s 
Tariff I. C. C. 1906, that combination rates will apply from all 
other points in Fox River territory, is inapplicable in so far as 
these two points are concerned. 

However, inasmuch as Soperton is intermediate to Wabeno, 
the rate applicable from Wabeno will apply from Soperton, 
under the provisions of item 20 of Agent Johanson’s Tariff, I. C. 
C. No. 1931, the rates published in Agent Johanson’s Tariff 
I. C. C. No. 1906 applying from points of origin named in the 
territorial directory, Agent Johanson’s I. C. C. No. 1931. 


Damages—Deduction for Tolerance 


Minnesota.—Question: We refer to the issue of December 
17, 1927, page 1446, “Iowa,” and the question of claims for 
shortage of coal; for example, 800 pounds on a 90,000-pound 
shipment, which amount being less than 1 per cent, is subject 
to the tariff requirement that full freight charge be paid. 

The question arises as to the measure of liability and there 
is a division among the carriers upon this point. 

Granting that the fact of loss is established or admitted, 
may the carrier pay the full amount of loss, being the mine 
price or value at destination, plus the freight charges which 
are paid; for example, on a mine price of $3 and rate of $6, 
ordinarily the value of the coal at destination is $9 per ton, or 
$3.60 for 800 pounds. 

Is there any prohibition in the law against payment in such 
case of the full value, including the portion represented by 
the freight charges which have been paid under tariff require- 
ments? 

We find the situation covered in the negative in 92 Southern 
437, 110 Southern 329, 186 N. W. 167, and 270 S. W. 394, which 
cases agree that the measure of damage is the value of the 
goods at destination, “less freight,” on “freight charges not paid 
should be deducted,” etc. 

Answer: A tolerance allowance is based upon the fact that 
no two scales weigh exactly alike, while a shrinkage allowance 
is based upon the assumption that certain freight, particularly 
that containing moisture, will shrink in weight during its trans- 
portation from origin to destination. 

In making settlement of a claim for loss a carrier may, we 
believe, properly deduct this weight allowance, for the reason 
that, if the assumptions referred to above are proper, a carrier 
should not be required to pay for the loss of freight which ex- 
perience, in the case of tolerance, shows may not have been 
lost through its negligence, in that it may not have been re- 
ceived for transportation, while in the case of shrinkage the 
amount represented by shrinkage allowance may have been 
lost through natural causes and not through the negligence of 
the carrier. 

In A. B. Crouch Grain Co. vs. A. T. & S. F. Ry., 41 I. C. C. 
717, the Commission found that a rule providing for the de- 
duction in the adjustment of claims for loss of grain in transit 
of certain percentages of loading weight, namely, one-eighth of 
one per cent on wheat and one-quarter of one per cent on corn, 
as representing natural shrinkage, was not illegal or unreason- 
able. In conclusion, the Commission said: “While the carriers’ 
liability for losses must be determined, not by the Commission, 
but by the courts, yet to insure uniformity and to avoid unjust 
discrimination, rules or practices of the kind here under dis- 
cussion should be shown in the tariffs lawfully filed by carriers 
engaged in interstate transportation.” 

Where the tariffs, lawfully on file with the Interstate Com- 
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Ship to Mexico 


By Steamer 


Ship by Water 


FAST WEEKLY SERVICE WILLIAMS LINE 


NEW YORK TO 
San Diego, Los Angeles, San Francisco 


Vera Cruz and Tampico Oakland, Seattle and Tacoma 


Through Bills of Lading to all points on the Mexican FROM 
Railways or National Railways of Mexico Baltimore, Philadelphia, 


: New York and Norfolk 
Regular Service from New York SAILINGS EVERY 10 DAYS 


to Progreso and Puerto Mexico Thru bills of lading insured to all other Pacific 
Coast Ports, Hawaii and the Far East 


New YorK AND Cus A M AIL S. S. Co. For rates, dates of sailings and other information apply to 
WILLIAMS STEAMSHIP CO., Inc. 


W A D Moore and Water Streets, New York, Telephone Bowling Green 7394 
Baltimore, Md. Philadelphia, Pa. Pittsburgh, Pa. Norfolk, Va. 
39 South St. Drexel Bldg. Oliver Bldg. Law Building 

Pier 13, E. R., Foot of Wall St. New York City And at our Branch Offices at ports of call, etc. 
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ROUTE YOUR BILLS OF,LADING VIA PEORIA, ILLINOIS 
Peoria, the gateway between Eastern and Western Trunk line territories— 
no time lost in transfer. 
Half-way Between Chicago and St. Louis 
. Shippers often overlook the terminal, a vital ing extremely efficient service and cooperation 









to shippers who appreciate rapid transit of 
their merchandise. . 
Peoria is also a rate breaking point which 


gives it considerable advantage over other cities 
in the mid-west in the matter of freight rates. 


link in the routing of merchandise which re- 
quires speed in shipment. 


Terminals often cause delay in transfer. 
You will find the P. & P. U. Railway render- 
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merce Commission provide for a tolerance allowance, we are 
of the opinion that this allowance must be taken into consid- 
eration in the settlement of claims for loss in transit. 

Ordinarily the measure of damages for loss of goods in 
transit is the value of the goods at destination, from which 
amount freight charges are to be deducted. This for the reason, 
it is presumed, that the transportation of the goods from point 
of origin to point of destination results in the enhancement of 
the value of the goods. However, it has been held that in an 
action for shortage in a shipment of coal, the shipper was 
properly permitted to base the measure of damages on the value 
of the coal at the point of shipment rather than point of des- 
tination, especially where the shipper stated that the value at 
point of destination was the same as at point of shipment plus 
transportation charges. See Smith vs. L. & N. R. Co., 209 N. W. 
465. 

Mileage Allowance on Private Cars 

Louisiana.—Question: Recently we leased a number of pri- 
vately owned tank cars to a lessee whose plant is located on 
a trunk line which performed the switching service on the 
empty movement from our plant to that of lessee. At expira- 
tion of lease, this same line switched the empty tank cars back 
to our plant. 

During the period of the lease lessee favored the line per- 
forming the switching service with a number of loaded line 
hauls in these tank cars, and prior to and subsequent to the 
lease period, we also favored this line with considerable loaded 
line-haul tonnage in these and other tank cars operated in our 
service. 

The line performing the switching service is contending 
that they are entitled to a switching charge on the empty move- 
ment from lessee’s plant to our plant on the theory that switch- 
ing service is not performed free of charge on an equalization 
— under the rules published in Mileage Tarff 7-H, I. C. C. 

We contend that carriers are not required, and do not obli- 
gate themselves, to furnish tank car equipment. Neither do 
they pay a mileage or per diem charge to the owner of such 
equipment while same is moving on their rails empty or loaded 
in switch movement. On the other hand, carriers pay a per 
diem charge at all times on foreign carrier equipment on their 
rails, whether such equipment is in revenue or non-revenue 
service. 

We also contend that carriers often move carrier equipment 
over long distances, concentrating and holding same at points 
where heavy loadings are expected, and, due to crop failures or 
other conditions, return at their own expense such cars as may 
not be required for loading. 

For these reasons, we contend that carriers are obligated to 
switch free of charge empty tank cars when the same are 
required for loading on lines other than their own, especially 
so when the said carrier is favored with considerable revenue 
tonnage which moves in the tank cars against which it is 
endeavoring to assess a switching charge. 

Your valued opinion on this question will be greatly ap- 
preciated. 

Answer: In its report in docket 4906, in the matter of pri- 
vate cars, 50 I. C. C. 652, the Commission, on page 686, said: 

Car owners do not urge that payment be made for the use of; 
their cars in switching service. Their demand is that they receive 
payment for line hauls. This is reasonable, and is not objected to 
by carriers. The computation of mileage as a basis of payment for 
private cars should be upon the distance of the haul, with reference 
to distance tables established by carriers. The practice with respect 
to such payments should, of course, be uniform. 

In accordance therewith, the carriers, in paragraph B, of 
rule 10, of Agent B. T. Jones’ Mileage Tariff No. 7-E, I. C. C. 
No. 1677, provide that no mileage will be paid for switching 
movements at terminals. 

This paragraph of rule 10 further provides that no mileage 
will be paid for movement of empty cars for which charges 
are assessed under freight car tariffs, nor will the mileage made 
by cars moving under such empty freight car tariffs be included 
in the empty mileage referred to in item No. 90. 

It is apparent that under the provisions of rule 10 the 
switch movement in question cannot be included in the equaliza- 
tion settlement authorized by rule 11 of the mileage tariff, and 
it would seem to follow that cars cannot be moved without 
charge between your plant and that of the lessee of the cars. 

Tariff Interpretation 

lowa.—Question: History of the movement in question 
herewith: Car C. & N. W. 47982. Rolled Oats in cases, Sep- 
tember 7, 1927, Cedar Rapids, Ia., to Bowling Green, Ky., via 
C. & N. W.-E. J. & E.-Pennsylvania-L. & N., milled in transit 
at Cedar Rapids from oats originating at Flugstad, Ia., August 
2, 1927. The weight was 36,575 pounds and. the rates assessed, 
which are not in question, were 19 cents to Chicago, 14 cents to 
Jeffersonville, and 19 cents to Bowling Green. The car was 
loaded to full capacity and bill of lading was so indorsed. Ship- 
ment was prepaid by us and the L. & N. R. R. collected from 
our customer additional freight in the amount of $7.99, claiming 
that they had to protect a 40,000-pound minimum from Jeffer- 
sonville to Bowling Green. Claim was filed by us to recover 
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this amount and has been declined by the L. & N. The rate 
and minimum weight in question is carried in L. & N. Tarif 
125-B, I. C. C. A-15522, item 645, page 10, description B (Rolled 
Cereals). The tariff is subject to the exceptions to the Southern 
Classification as per its title page and item 40, page A-10. 

Item 35, note A, of Dulaney’s exceptions, provides, in cop. 
nection with rolled oats, that when car is loaded to full space 
capacity, actual weight will apply. 

The L. & N. vigorously denies that this exception will ap. 
ply. We also are of the opinion that item 50 of the exceptions 
could be applied; this they also deny. 

This matter is of importance to us, as it is impossible for 
us to load 40,000 pounds in an ordinary car, and our business 
in Kentucky is on the increase. 

Answer: Rule 40, page 83, of supplement 54 to L. & N. 
Tariff I. C. C. A-15522, paragraphs A and B thereof, reads as 
follows: 


(a) Commodity rates on the articles specified in this tariff and 
supplements thereto (except rates on scrap iron and scrap steel) are 
subject to the description (including packing requirements), minimum 
wéight, estimated weights and all other rules of the Classification 
and Exceptions thereto, if any, which govern the class rates from 
and to the same points, unless it is provided in connection with the 
individual items that said Classification provisions will not govern. 

(by) And further: Where, in connection with the individual items, 
specific carload Minimum weights are stated, such specified minima 
take precedence over the carload minimum weights established by 
the governing Classification, and in cases where the carload minimum 
weight in the governing Classification is 30,000 pounds or less and 
is therein subject to Rule 34, the carload minimum weight specified 
in individual items will likewise be subject to Rule 34 of Consolidated 
Freight Classification, using as a base the minimum weight provided 
in connection with the commodity rate, unless such items specifically 
provide that Rule 34 will not apply. 


Under the findings of the Commission in King-Haase Fur- 
niture Company vs. Ann Arbor R. R. Co., 1386 I. C. C. 41, a 
provision of a tariff such as that quoted above is sufficient 
cross reference to make applicable the provisions of the classi- 
fication or classification exceptions relating to minimum weights, 
where the provisions of the classification are of such a nature 
as to be applicable in connection with an item in a commodity 
tariff, which tariff makes cross reference to the classification 
or exception sheet. In the case above referred to, the Com- 
mission said: 


Defendants contend that the general provisions in the tariffs made 
the nv rates subject to rule 34, and that that rule was properly 
applied. ‘ 

The general provisions in the tariffs were sufficient to constitute 
appropriate cross reference to rule 34 and, under a fair and reasonable 
construction, that rulé was clearly applicable to the minimum weights 
named in the commodity tariffs. The fact that the rule did not refer 
in words to commodity tariffs was not fatal. 


It does not appear that, under a fair and reasonable con- 
struction of the provisions of L. & N. Tariff 125-B, I. C. C. 
A-15522, the minimum weight published in connection with the 
rate on rolled oats in item 645 is subject to the provisions of 
note G, of section 2, of item 35, of Agent Dulaney’s I. C. C. 
No. 25, that when the car is loaded to full space capacity actual 
weight will apply. Item 35 of Agent Dulaney’s I. C. C. No. 25 
is not a rule of such a nature as rule 34 of Consolidated Classi- 
fication No. 5; that is, it is not a strictly minimum weight rule, 
but a rule which provides a rate basis as well as a minimum 
weight. Therefore, it does not seem proper to pick out of item 
35 that particular part thereof which may be applied in con- 
nection with a commodity rate, disregarding all of the other 
provisions of the item in connection with which the portion 
sought to be used is applicable, as in the case of note G, of 
item 35. 


Routing and Misrouting—Right of a Shipper to Route 

Ohio.—Question: Supposing we, as agents for a rail car- 
rier, execute a uniform straight bill of lading for a carload 
shipment from here to some point in the south which is covered 
by a through freight rate. The shipper being a regular and 
up-to-date concern, prepares his own bill of lading, writes in 
space provided “to be prepaid” and places the freight rate on 
the bill of lading, and we sign the bill in the regular manner. 

We then waybill the car outbound and collect the freight 
charges. Now, supposing some time later it develops that 
the freight rate over which the shipment traveled to destination 
and which the shipper specified in writing on the bill of lading, 
did not apply via the route which the car moved, which was 
the route that the consignor had specified on the bill of lading. 
One of the carriers handling the shipment demands the local 
rate for their haul and our account is charged with the added 
freight charges. 

Now who is liable for the difference? We have often seen 
original bills of lading, on which was stamped “Receipt for 
freight but not for rate.’ Will this notation hold water, so 
to speak? We must admit, of course, that a carrier’s agent 
should not execute a bill of lading showing a route over which 
a through freight rate would not apply without the other parties 
interested being fully aware of the fact that the rate would 
be cheaper over another route, but it seems to us that section 
7 of the Bill of Lading Conditions makes it clear that the con- 
signor or consignee must pay all charges as long as such 
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Save 607 
on every 
Carload 


Leading shippers have saved 30 to 60% of 
the cost of bulkbinding or carloading by 
using the Signode Steel Strapping method. 
It is easier, quicker and shipments are 
safer. Applicable for carloading boxes, 
barrels, bales, cartons, crates, etc. 




















Ask for shipping expert to call or send 
for Bulletin 11. 


Consolidated Steel Strapping Co. 
2613 N. Western Avenue, Chicago, III. 


SIGNODE 


the Sealed Steel Strapping 


We also manufacture round wire reinforcement, plain box strapping, 
pail clasps, clutch nails, tag hooks, etc. 













TRANSMARINE LINES 


Direct Service 


LOS ANGELES (wWitmington—Berth 188) 
SAN FRANCISCO (Pier 41) 
OAKLAND (Grove Street Pier) 









Intercoastal 


From 
PORT NEWARK, N. J. (New York Harbor) 


Served by: 
Pennsylvania Railroad 
Central Railroad of New Jersey 
Lehigh Valley Railroad 






Steamer 







| Ee rece . SUDAWSONCO 
AND ALTERNATE SATURDAYS THEREAFTER 










Gulf-Intercoastal 








From 
Mobile New Orleans Steamer 
June 20 t . SULANIERCO 
June 30 Lg Sere SUTORPCO 
July 11 [ee SUSPEARCO 





TRANSMARINE LINES 


General Offices: 
Port Newark Terminal 5 Nassau St., New York City 
Telephone Mulberry 4300 Telephone Rector 0020 
Agencies: Buffalo, Chicago, Los Angeles, Mobile, New Orleans, 
Oakland, Pittsburgh, San Francisco, Seattle 
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For education— 
for enchantment-— 
for rest— 


Visit the UNION PACIFIC West 





Grand Canyon of Arizona 


Yellowstone . . Pacific Northwest and Alaska 
California . . Colorado . . Salt Lake City .. Ogden 
Zion-Grand Canyon National Parks 


America’s Vacationland supreme! More 
scenic grandeur, more strange displays 
of nature’s forces, more variety of man- 
made attractions await you in this won- 
derland than anywhere else on earth. 


Among them are lofty mountains, 
enchanting waterfalls, lovely lakes, tre- 
mendous colored canyons, virgin forests, ancient 
ruins, scores of Pacific beaches, dude ranches, mys- 
terious geysers, friendly wild animals, cities great 
and ‘gay. You’ll meet interesting people from all 
parts of the world. 





You can see one or all of these places this summer, 
inexpensively and comfortably by Union Pacific inde- 
pendent or Escorted All-Expense Tours. 


Low Summer Fares and Famous Trains 
to All the West 


Whether your vacation period is two weeks or two months, 
Union Pacific travel experts, who know the West, will gladly 
plan for you a complete itinerary that will suit your purse 
and give the maximum in sightseeing. 


For complete information and booklet ask 
Cc. J. COLLINS 
General Passenger Agent 
Omaha, Nebr. 


UNION PACIFIC 
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charges are lawful, and because an agent might sign a bill of 
lading for a car on which the freight rate appeared, and which 
showed an unauthorized route we cannot see why they should 
not pay the added lawful charge due to, perhaps, misinterpreta- 
tion of the tariff. 

Answer: Section 7 of the Uniform Bill of Lading Contract 
Terms and Conditions has no relation to the amount of the 
charges to be assessed on a shipment, the rate to apply being 
a matter determinable from the lawfully published tariff, the 
routing shown in the bill of lading, however, being a controlling 
factor in the determination of the applicable rate in many in- 
stances. Section 7 of the bill of lading relates to the matter 
of which party is responsible, i. e., the consignor or the con- 
signee, for freight charges, and not as to the amount thereof. 
The legally published tariff rate applicable via the route speci- 
fied in the bill of lading, if a route is specified, is the rate 
which must be assessed and collected by the carrier. 

Under Conference Ruling No. 474 (c) of the Interstate Com- 
merce Commission, the initial carrier is responsible where it 
accepts a bill of lading showing a rate and a route which are 
contradictory and impossible of execution. When, therefore, 
the rate and the route are both given by the shipper in the 
shipping instructions, and the rate does not apply via the route 
designated, it is the duty of the carrier’s agent to ascertain 
from the shipper whether the rate or the route given in the 
shipping instructions shall be followed, and the carrier will 
be responsible for any damages which may result from the 
failure of its agent to follow this course. 

In Weyl-Zuckerman ‘& Co. vs. C. M. Ry. Co., 27 I. C. C. 493, 
495, the Commission held that section 15 of the act insures to 
shippers the right to route their shipments; that no exceptions 
or regulations affecting this provision of the statute have been 
promulgated by the Commission and that no stipulation in the 
bill of lading can operate to exempt the carrier from the duty 
imposed by law. 


In showing in the bill of lading the names of the carriers 
with or without junctions over which he desires the shipments 
to move, together with the rate, the shipper is exercising the 
right which section 15 of the act gives him, namely, the right 
to route his shipments. 


The rate which he inserts in the bill of lading may be that 
applicable over the route shown therein, or it may be the ap- 
plicable rate from the point of origin to the point of destina- 
tion shown in the bill of lading, but not by the route shown 
therein, or the shipper may have shown a rate in the bill of 
lading which is not applicable via any route. If the rate shown 
by the shipper in the bill of lading is not applicable via the 
route shown therein by him, under the provisions of Conference 
Ruling 474 (c), it is the duty of the carrier’s agent to ascertain 
whether the shipper desires to forward his shipment via the 
route specified or via a route over which the rate shown is 
applicable. If the rate shown in the bill of lading is not ap- 
plicable via any route, but there is a route other than that 
shown in the bill of lading, via which a lower rate is applicable 
than via the route shown in the bill of lading, under the find- 
ings of the Commission in Union Saw Mill Co. vs. St. L. I. M. 
& S. Ry. Co., 40 I. C. C. 661, it is the duty of the carrier’s agent 
to advise the shipper of this fact, so as to enable the shipper 
to make an election as to the route over which he will forward 
his shipment. Failing to do this, the carrier is liable for 
misroute, 


From what has been said above, it seems clear that, where 
a rate and route are inserted in the bill of lading by the shipper, 
the burden is placed upon the carrier’s agent of determining 
whether the rate and the route are in accord and of notifying 
the shipper and obtaining definite routing instructions in the 
event that there is a conflict between the rate and the route 
shown by the shipper. 


In our opinion, the carrier may not, by stamping on a bill 
of lading the notation “receipt for freight but not for rate,” 
relieve itself of liability for its failure to perform its duty, in 
accordance with the holdings of the Commission in Conference 
Ruling 474 (c) and its opinion in the Union Saw Mill case 
above referred to. The only act of the carrier’s agent which 
will relieve the carrier from liability for misroute under the 
circumstances above referred to, is the obtaining of definite 
routing instructions from the shipper. There is an imperative 
duty imposed upon the carrier’s agent by the Commission in 
its conference ruling and decision above referred to, in the 
event that there is a conflict between the rate and the route 
shown in the bill of lading by the shipper, to obtain an election 
from the shipper as to the route over which he desires the 
shipment to move. 


Delivery—Surrender of Straight Bill of Lading 

Illinois —Question: We sent an order to our factory which 
was supposed to have moved on an order bill of lading. 

In some unaccountable manner the shipment was delivered 
to the carriers on a straight bill of lading, with a notation 
shown thereon “Delivery only on surrender of original bill of 
lading.” 

Evidently the originating carriers did not show this in- 
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formation on their billing to connections and the car was 
delivered to consignee. 

Will you please furnish information covering carrier’s }jq. 
bility in this instance? 

Answer: Section 8 of the bill of lading act provides: 


That a carrier, in the absence of some lawful excuse, is bound to 
deliver goods upon a demand made either by the consignee named in 
the bill for the goods or, if the bill is an order bill, by the holder 
thereof, if such a demand is accompanied by 

(a) An offer in good faith to satisfy the carrier’s lawful lien upon 
the goods: 

(b) Possession of the bill of lading and an offer in good faith to 
surrender, properly indorsed, the bill which was issued for the goods 
if the bill is an order bill; and 5; 

(c) A readiness and willingness to sign, when the goods are 
delivered, an acknowledgment that they have been delivered, if such 
signature is requested by the carrier. 

In case the carrier refuses or fails to deliver the goods, in com- 
pliance with a demand by the consignee or holder so accompanied, 
the burden shall be upon the carrier to establish the existence of 


@ lawful excuse for such refusal or failure. 


In Interstate Window Glass Company vs. N. Y. N. H. & H. 
R. R. Company, 133 Atl. 102, the court said: 


The act does not require the carrier to secure the surrender of 
the bill of lading before delivery of the shipment, but it gives it the 
privilege of refusing to make delivery except upon its production 
and surrender. 


Under the provisions of section 8 of the bills of lading act 
above quoted, the surrender of an order bill of lading is a con- 
dition precedent to obtaining delivery of the goods. However, 
under the wording of this section of the bills of lading act, 
the surrender of the bill of lading is not a condition precedent 
to obtaining delivery of goods moving on a straight bill of 
lading. 

We doubt very much whether such a notation as that set 
forth in your letter would justify a carrier in refusing to make 
delivery of a shipment moving on a straight bill of lading, if 
delivery is demanded by the consignee thereof, and, if this is 
true, there can be no liability on the part of the carrier making 
delivery of such a shipment. 

Switching—Delivery on Public or Industry Tracks When Origi- 
nating at Competitive Points 

New York.—Question: At one of our plants we are using 
a siding which was built to serve a public warehouse. The car- 
rier controlling this siding will place for us all cars on which 
they receive a revenue haul. On non-competitive business we 
understand that it is agreeable to them to place such cars on 
this sidetrack, assessing us a charge of $2.50. 

We are wondering just where this siding, as far as our 
company is concerned, can be treated as a team track, or 
whether the Commission or any other legislative body has said 
anything about absorption or switching of cars to team track 
or siding, such as the one that serves our plant in question. 

Answer: It is not clear whether the carrier regards the 
track in question as a private track or as a team track, so far 
as your company is concerned. See Tulsa Traffic Association 
vs. St. L.-S. F. Railroad Co., 49 I. C. C. 644. 

If as a private track, the general practice is for the carrier 
owning or serving the track to make deliveries of all shipments, 
whether competitive or non-competitive traffic, without extra 
charge, in addition to the line-haul rate, where the line haul 
is performed by that carrier. Where, however, switching serv- 
ice only is performed by the carrier owning or serving the 
track, a switching charge is made by that carrier, which charge 
may or may not be absorbed by the carrier performing the 
line-haul service, depending upon whether the traffic is com- 
petitive or non-competitive. If the latter, the charge is not 
absorbed by the line-haul carrier. 

As to whether, in a given instance, a track is to be con- 
sidered a private siding or a team track, and whether a carrier 
not receiving a line haul must make a switch delivery at an 
industry on a team track, see the following cases: K. C. & M. 
Ry. Co. vs. St. L.-S. F. Ry. Co., 46 I. C. C. 464; Tulsa Traffic 
Association vs. St. L.-S. F. Ry. Co., 49 I. C. C. 644; Green Fruit 
Auction Elimination from Industries, 68 I. C. C. 89; David Lup- 
ton’s Sons vs. Pa. R. Co., 91 I. C. C. 98; Team Track Switching 
at Argentine, Kan., 73 I. C. C. 367; Switching at Perry, Ga., 
83 I. C. C. 23. ; 

As to the absorption of switching charges by the line-haul 
carriers, see Richmond Chamber of Commerce vs. S. A. L. Ry., 
30 I. C. C. 552, 44 I. C. C. 455; Ridge Coal Mining Co. vs. M. P. 
R. R. Co., 62 I. C. C. 259; Hunt, Helm, Ferris & Co. vs. C. & 
N. W., 68 I. C. C. 2838. 

In the latter case it is held that in the absence of unjust 
discrimination or undue prejudice, a carrier cannot be com- 
pelled to absorb the switching charges of a connecting line. 
See also Detroit Board of Trade vs. Wabash Ry., 88 I. C. C. 413, 
in which case it was held that a carrier has the right to absorb 
switching charges on traffic from competitive points, and to 
refuse to absorb similar charges on traffic from non-competitive 
points. 

Sale of Good's for Freight Charges 


Ohio—Question: I was interested in your answer to “Illi- 
nois” under the above caption, on page 1066 of The Traffic 
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JOS. STOCKTON TRANSFER CO. 


1920 SOUTH CANAL. STREET 
ESTABLISHED 1857 
TEAMING — MOTOR TRUCKING — CARLOAD 
DISTRIBUTING 


MERCHANDISE STORAGE and 
POOL CAR DISTRIBUTION 


Warehouses Located in Heart of Railread District and Jebbing Trade 


FEDERAL COMPRESS & WAREHOUSE COMPANY 


589 South Front Street, MEMPHIS, TENN. 





TERMINAL 


BUILDS BETTER BUSINESS 


MERCANTILE WAREHOUSING AND DISTRIBUTING 


JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 


General Merchandise Storage and Distribution 
ompt and Intelligent Service 


References: Any jobber, banker or transportation man in the city. 


DEEP WATER AND RAIL CONNECTIONS 


LOS ANGELES and SAN FRANCISCO 
CALIFORNIA 


Modern Fireproof Warehouse Space in 
Los Angeles and San Francisco 
Free and U.S. Customs Bonded Storage 
Insurance rate as low as 16.2c 


Storage — Forwarding — Distribution — Cartage 


Space leased for Private Warehouse, Office and Display 
Desk Space with Desk and Office Service Rented 


We can serve you in some capacity in Les Angeles er San Francisce 
and would suggest that yeu complete your file by requesting 
the rates for our specialized service. 


UNION TERMINAL WAREHOUSE COMPANY 


731 Terminal Street Los Angeles, California 
San Francisco Office, 9 Main Street 


DENVER, COLORADO 














FIREPROOF WAREHOUSES ON TRACK 
Free Switching to Warehouse. We specialize in the DISTRIBUTION of 
local and cual ent shipments. rates 1Sc. Loans Negotiated. 







The Weicker Transier & Sterage Company 
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“HARTMAN’S SERVICE” 


Freight Rates for Shippers 


Loose Leaf Publications Covering Freight Rates to 
Eighty Thousand Destinations 


Hartman's EASTERN FREIGHT RATES 


WESTERN FREIGHT RATES 
CHICAGO GUIDE——— 


N accurate record of your transportation cost. No guess 
A work. Rates clearly and definately shown. Something 
every traffic department needs. 
What the Books Cover—Rates on classes from the principal 
Cities in the East to destinations in Official and uthern 
Classification Territories are provided in “Eastern Freight Rates 
Class and Commodity Rates to destinations throughout the 
United States from points of origin in territory extending 
from the Atlantic Ocean on the East to the Missouri River on 
the West, are given in “Western Freight Rates’. 
Freight, Parcel Post and Express Rates applying from Chicago 
to destinations in every State; also Provinces of Canada are 
named in the “Chicago Guide”’. 
Any or all of the Publications listed above will be sent on ne 


thout obligation. It is only necessary to return 
en coaneks properly checked and endorsed. 


Ww. J. HARTMAN, Publisher, 732 Federal St., Chicago . 
‘ 
5 
# 
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é 


i 
| : ae ica 
We willing to examine your Publications as indicated below with the 
- ontemmin that within thirty days we will send you the subscription price 
gor return the book (or books). 
’ OHartman’s Eastern Freight Rates 
@ OHartman’s Western Freight Rates 
& CiHartman’s Chicago Guide 
. FIRM NAME.......cccccccsccccccccccscccceccseccccesccccccccsccsccseoocevere 
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The Cotton Concentration Company 


Coneentrators and Distributors of Cetton 
and General Merchandise 


LOCATED AT GALVESTON, TEXAS 
The World’s Largest Cotton Port 


ix High Density Compresses, Capacity 6,000 Bales 
Per Day. 


Eeauiprea with Sprinkler System Throughout. 


Reiabie Transportation at a Moment’s Notice. 


Y arious Warehouses’ Storage Capacity 400,000 Bales 
of Cotton. 


J[ntesrity of Our Warehouse Receipts Is Unques- 
tioned. 


Capacity of Tracks Serving Plants Over 500 Cars. 


[Established System of Service. 


WE NEITHER BUY NOR SELL COTTON 


We Care Not “‘From Whence It Comes Nor 
Whither It Goes,’? That’s Your 
Business and Yours Only 


J. GARRISON 
Vice-Pres. and Gen’!] Manage 


GEO. SEALY 
President 
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World for April 28, 1928, especially the last paragraph thereof. 
In connection therewith, would respectfully call your atten- 
tion to item 3290, Jones 130-R, I. C. C. 1763. Do you not think 
this item answers quéstions asked by “Illinois?” 
Answer: On May 4, 1918, the Commission approved the 
following interpretation of Conference Ruling 314, concerning 
the collection of undercharges: 


In Conference Ruling 314 the Commission held it to be the duty 
of common carriers to exhaust their legal remedies to collect under- 
charges. But the Commission has pointed out from time to time and 
now holds, that this ruling does not require the filing of a suit where 
the party liable for the undercharge cannot be located, or service 
cannot be made, or where upon investigation by the carrier in good 
faith, it is found that legal process would be futile and ineffectual. 


The provision carried in item 3290 of Agent Jones’ I. C. C. 
No. 1763, is, in our opinion, in violation of the principle of 
Conference Ruling No. 145, but may be thought to be justified 
by the principle of the Commission’s Conference Ruling No. 314, 
as interpreted on May 4, 1918. 

We can see no justification for such a rule as applied to 
perishable freight only, other than that of convenience. Cer- 
tainly where a carrier has performed a transportation service 
at the instance of a shipper, it must, under the law, collect its 
lawfully published freight charges, and not only a_ portion 
thereof, except where it is impossible to do so. See Menasha 
Paper Co. vs. C. & N. W. R. R. Co., 241 U. S. 55; P. C.C. & 
St. L. Ry. Co. vs. Fink, 250 U. S. 577; L. & N. R. R. Co. vs. 
Central Iron and Coal Co., 265 U.S.59; N. Y.C. & H. R. R. R. Co. 
vs. York & Whitney Co., 256 U. S. 406. 

Correction 

Washington.—On page 1246 of The Traffic World of May 
19, 1928, in the answer to “Washington,” the last sentence of 
the second paragraph should read: 


In Jenckes Spinning Co. vs. N. Y. N. H. & H. R. Co., 126 Atl. 
753, it was held that a condition in the bill of lading exempting a 


earrier from liability for loss from cars on private siding did not 
relieve a carrier from liability for partial loss of cotton shipment 
where the siding involved, though built for convenience of a par- 
ticular plant, was not strictly private. 





Digest of New Complaints 


No. 16406. Sub. No. 1. Chilean Nitrate of Soda Educational Bureau 
et al., New York City, vs. Boston & Albany et al. 

Alleges that present rates on imported nitrate of soda, from 
north Atlantic ports to all points in C. F. A. territory, are in 
violation of sections 1 and 3 of the act, in comparison with rates 
on fertilizers and fertilizer material in other territories. Ask 
rates for future. 

. 20880. Sub. No. 12. W. D. Hall, Atlanta, Ga., vs. A. C. L. et al. 

Rates in violation of sections 1 and 6 of the act, on cottonseed 
shavings, from points in Georgia, South Carolina and Mississippi 
to points in Connecticut and Delaware because of assessment of 
linter rates. Asks cease and desist order and refund. 

21032, Interstate Commerce Commission vs. Baltimore & Ohio. 

This is a Clayton act proceeding instituted by the Commis- 
sion on account of the Baltimore & Ohio's acquisition of stock 
of the Western Maryland Railway Co., the allegation being 
that such acquisition may result in substantially lessening 
competition between the two companies and restraining com- 
merce in certain sections and communities. 
21033. The St. Anthony & Dakota Elevator Co., 
Minn., vs. C. M. St. P. & P. et al. 

Unlawful demurrage charges on coal, from West Frankfort, IIl., 
on tile from Adel, Ia., and on lumber from Minnesota Transfer, 
Minn., to Cascade, Ia. Asks charges for future and reparation. 
21034. Southwestern Engineering Corporation, Los Angeles, Calif., 
vs. Santa Fe et al. 

Unreasonable rates and charges on iron and steel boilers, ma- 
chinery, and parts thereof, from Los Angeles, Culver City and 
Culver Junction, Calif., to points in Arizona, New Mexico, Texas, 
Kansas and Oklahoma. Asks rates for future and reparation. 

. 21035. Virginia Cellulose Co., Hopewell, Va., vs. Southern et al. 

Alleges overcharges on cottonseed shavings, from Chattanooga, 
Tenn., to Hopewell, Va. Asks refund. 

. 21036. Lawton Glass Sand Co., Lawton, Ky., vs. B. & O. et al. 

Rates in violation of sections 1 and 6 of the act, on glass sand, 
from Lawton, Ky., to Barlow, W. Va. Asks rates for future and 
reparation. 

. 21037. National Bellas Hess Co., Inc., New York, N. Y., vs. Ca- 
nadian Pacific et al. 

_ Unreasonable rates and charges on news print paper and print- 
ing paper, from Wachusett, Mass., and East Ryegate, Vt., to 
Jamaica, N. Y. Asks cease and desist order and reparation. 
oe ee Traffic & Audit Association, Galveston, Tex., vs. 

.-G. N. et al. 

Rates and/or charges in violation of sections 1 and 3 of the 
act, on root beer extract in bulk in barrels, L. C. L. from Gal- 
— Tex., to St. Louis, Mo. Asks rates for future and repara- 

on. 

- 21039. Gambel Robinson Co., Minneapolis, Minn., vs. C. B. & Q 

Illegal rate on potatoes, between Henry, Neb., and Kleenburn 
Wyo. Asks reparation. 

. 21040. Thomas H. Fee et al., Roswell, N. M., vs. Santa Fe et al. 

Unreasonable rates on potatoes and onions in straight and/or 
mixed carloads from Lucerne and other Colorado points to Clovis 
= other New Mexico points. Asks rates for future and repara- 

on. 
21041. The City of Miami, Fla., vs. A. C. L. et ai. 

Unreasonable rates on bituminous rock asphalt, from points 
in Kentucky to Miami, Fla. Asks rates for future and reparation. 
. 21042. Anglo Canadian Pulp & Paper Mills, Ltd., et al., Quebec, 
Que., vs. Algoma Central & Hudson Bay et ai. 

Rates in violation of sections 1 and 3 of the act, on newsprint 
paper, from Bromptonville and other points in province of Que- 


Minneapolis, 


No. 
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bec and from Ottawa, Ont., to points in New England and eastery 
states. Asks rates for future. 
No. | an Berghoff Products Co., Fort Wayne, Ind., vs. N. Y. C. g 


Rates in violation of first two sections of the act, on cerea; 
beverage, from Fort Wayne, Ind., to Chicago, Ill. Asks rates for 
future and reparation. 

No. oa Barker Bros., Inc., Los Angeles, Calif., vs. Pennsylvania 
et a 

Rates in violation of sections 1 and 6 of the act, on steel filing 

cabinets, from Muskegon, Mich., to Los Angeles, Calif. Asks rates 

for future and reparation. 


No. 21045. New England Lime Manufacturers’ Association, Allyndale 
Lime Co., Hartford, Conn., et al., vs. B. & M. et al. 

Rates in violation of sections 1 and 3 of the act, on lime, from 
producing points in New England and contiguous points in New 
York state to points in Trunk Line, C. F. A., and New England 
territories. Asks rates for future. 

No. er ~— Buckeye Rolling Mill Co., Steubenville, O., vs. B. & 

. eta 

Rates in violation of the first three sections of the act, on 
new light iron and steel rails, from Newark, O., to points in 
Virginia, West. Virginia, Maryland; Kentucky and Pennsylvania. 
Asks rates for future. 

No. 21047. Allhoff Brothers, Inc., et al., St. Louis, Mo., vs. Alton & 
Eastern et al. 

Unreasonable rates on bituminous coal, from Illinois mines, 
including those in the Belleville and southern Illinois groups, to 
St. Louis and all points in the St. Louis (Mo.) switching district. 
Asks rates for future and reparation. 


No. 21047. Sub. No. 1. Hegwein Coal Co. et al., St. Louis, Mo., vs. 
Same et al. 
Same complaint and prayer. 
No. 21047. Sub. No. 2. Avery Coal & Mining Co. 
Mo., vs. Same et al. 
Same complaint and prayer. 
No. 21048. F. J. Seif’s Sons, Neillsville, Wis., vs. C. & N. W. et al. 
Rates in violation of first four sections of the act, on agricul. 
tural implements, from Chicago and Proviso, IIll., to Neillsville, 
Wis. Asks rates for future and reparation. 
No. 21049. Burley Tobacco Growers’ Cooperative Association, Lex- 
ington, Ky., vs. N. & W. et al. 
Charges in violation of sections 1 and 3 of the act, on unmanu. 
factured leaf tobacco, from Abingdon, Va., to Lexington, Ky. Asks 


et al., St. Louis, 


reparation. 
No. — Schaefer Griffin Co., St. Louis, Mo., vs. C. C. C. & St. L 
et al. 


Rates in violation of section 6 of the act, on green salted hides, 
from Indianapolis, Ind., to St. Louis, Mo. Asks reparation. 

No. 21051. Hood River Traffic Association, Hood River, Ore., vs. Mount 
Hood et al. 

Alleges violation of sections 1 and 3 of the act, as to rates, 
charges, service and facilities in connection with shipments of 
fresh apples and pears, from points on Mount Hood line to inter- 
state destinations, because defendant Mount Hood has failed and 
refused to become a party to Perishable Protective Tariff No. 3, 
I. C. C. No. 2. Asks cease and desist order, defendant Mount Hood 
be required to become a party to the tariff specified and such 
other orders as will give complainant reasonable and adequate 
perishable protective service at reasonable rates and charges and 
place them on an equality with other shippers of perishable 
commodities. 

No. 21052. Independent Oil & Gas Co., Tulsa, Okla., vs. Kansas, Okla- 
homa & Gulf et al. 

Unreasonable rates and minimum weights on crude clay, from 
Los Angeles and other California points to Okmulgee, Okla. Asks 
rates and minimum weights for future and reparation. 

No. Sa — Company of America, Pittsburgh, Pa., vs. N. 
. GC et al. 

Rates in violation of first two sections of the act, because of 
misrouting of aluminum cable, steel cored, from Massena, N. Y., 
to Welch, W. Va. Ask reparation. 

No. a E. H. Locher, Okmulgee, Okla., vs. Kansas City Southern 
et al. 

Unreasonable rates and charges on gravel, from Fort Gibson, 
Okla., to Siloam Springs, Ark. Asks reparation. 

No. 21055. Newburger Cotton Co., Inc., Memphis, Gulf, 
Mobile & Northern et al. 

Charges in violation of sections 1, 2 and 3 of the act, on cotton, 
from Ripley, Falkner, Walnut, Houston and Woodland, Miss., to 
New Albany, Miss., for concentration and reshipped to New Or- 
leans, La., and Lewiston Lower Station, Me. Asks reparation. 

No. —_ The Beacon Milling Co., Inc., Cayuga, N. Y.. vs. N. Y. C. 
et al. 

Charges in violation of first three sections of the act, on grain, 
grain products and by-products to and from Cayuga, N. Y. Asks 
application at Cayuga of transit arrangements, rates, rules, regu- 
lations and practices governing the transportation and transit of 
grain, grain products and by-products which shall be just, rea- 
sonable, not unjustly discriminatory, and not unduly prejudicial 
to complainant or unduly preferential of competitors at Lan- 
caster and York, Pa., Buffalo, N. Y., Toledo, O., Chicago District, 
Ill.-Ind., Peoria, Ill., or elsewhere generally in central territory, 
and reparation of $40,000. 


CONSOLIDATED CLASSIFICATION DOCKET 


Copies of Consolidated Classification Docket No. 34, listing 
subjects to be heard before the Official, Southern and Western 
classification committees, at New York, July 10; Chicago, July 
17, and Atlanta, July 25, are being mailed this week with copies 
of The Traffic Bulletin, to all subscribers for that publication. 

The National Industrial Traffic League in its circular No. 
1070, sent to members June 14, urges attendance at these meet- 
ings in order to support the proposed change in Rule 34. The 
change, which was discussed at the annual meeting of the 
League in Chicago last fall, is designed to place “upon the 
carriers the responsibility of furnishing a 36 feet 6 inch car 
in the absence of any request on the part of the shipper for 
a car of specific length.” Section 2 of the rule under the pro- 
posal would read as follows: 


Tenn., vs. 





When a shipper orders a car for articles ‘“‘Subject to Rule 34” 
without specifying the length of the car desired, it shall be under- 
stood by the carriers that the order is intended to be for a standard 
car of 36 feet 6 inches in length, 
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SPRITES Set eT YS 


PHILADELPHIA, PA. 


DELIVERY 
BREAKING UP 
FORWARDING 
WAREHOUSING 


Complete Service 





Chieago’s and Kansas City’s Most Modern Warehouses 


: MERCHANDISE STORAGE and 
we cuted JPOOL CAR DISTRIBUTION 
Capacity a 


CHICAGO, ILL. 

























Middlesex Transportation Co. 
PIER 16, NORTH RIVER, Foot Barclay Street 
NEW YORK CITY 


Operates Daily (s&g,) Fast Steamship Freight Service 
LEAVING NEW YORK AT 3 P. M. 
BETWEEN 


New York City and New Brunswick, N. J. 


Steamer Connections Made With All Leading Water Lines in | 
New York Harbor, including Delivery of Freight 


We also Operate Daily Express Auto Service 
between Jersey City, Newark, Elizabeth, Rahway, New 
Brunswick, Trenton, Camden, and 72 other cities in New 
Jersey, as also Philadelphia, Pa. 








LITTLE ROCK, ARK. 


A Modern Warehouse 


WITH 
Office, Display and Storage Space 
OCATED in the heart of Little Rock’s jobbing district, 
this new five-story warehouse has not only a storage capac- 
ity of 1,900,000 cubic feet, but also light airy offices with ample 
room for display of samples, advertising material and so on. 
Equipped with every modern loading and unloading device and 
enjoying switching privileges from any line entering the city. 


Absolutely Fireproof. Attractive, Low Insurance Rates 
Pool Car Distribution. Household Storage 


New Terminal Warehouse Company 


LITTLE ROCK, ARKANSAS 


Member American Warehousemen’s Association, 
American Chain of Warehouses 









Pel lINnsg 












UTICA, N. Y. 








In the Heart of New York State 


Broad Street Warehouse Corp. 


Utica is the Most Natural and Practical Point 
for Warehousing and Distribution 
in Central New York 


Also Freight Rate Breaking Point 
on Eastern Shipments 


Auto Trucking Service to all Leading Cities and Suburban 
Towns Radiating out of Utica, N. Y. 






TRAFFIC WORLD 


UNION TRANSFER CO. 


AND ITS 
SUBSIDIARY 


Established 1867 
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PHILADELPHIA LOCAL EXPRESS 


1004-26 Spring Garden Street 





Dally Delivery Service in Philadelphia and to 250 Surrounding 





Towns at Lowest Minimum Delivery Charges 














HAMMOND, IND. 


In the Chieago Switehing District 
General Merchandise, Furniture 
and Cold Storage 


POOL CAR DISTRIBUTORS 


Quick Service. Low Rates 
THE-GREAT LAKES WHSE. CORP. 


HAMMOND, INDIANA 


PANAMA MAILS. S. CO. 


Fast Freight and Passenger Service 
Scheduled Sailings via Panama Canal 
From SAN FRANCISCO and LOS ANGELES te HAVANA and NEW YORK 
EASTBOUND SAILINGS 
From San Francisce From Les Angeles 


eeeeeeesseseseee 





















eeereereececsers 





lings for Mazatlan, Champerice, San Jese de 
Libertad, La Union, Cerinte, Amapala, 
and Cristobal (Panama) and 





Also regular a 
Guatemala, Acajutla, 
Puntarenas, San Juan del Sur, Balbea 
Buenaventura. 

Trans-Shipment at Panema for South America and European Perte 

Through rail export bills of lading issued in transeontinental 
territory via San Francisco and Los Angeles harbor honored to all 
West Coast Mexican and Central American ports. 









—OFFI 
350 Marquette Bldg., Chicago, Ill. 2 Pine Street, San Francisce, Cal. 
1@ Hanever Sq., New Yerk, N. Y. 548 S. Spring St., Les Angeles, Cal. 











President 
Liners 


to the Orient via Seattle and 


the great Circle Route. Regular 
sailings every other Saturday to 
Yokohama, Kobe, Shanghai, 
Hong Kong and Manila. 
Through bills of lading to all 
Oriental ports. 


T. J. Kehoe, Gen. Eastern Agt.,32 Broadway, New York 
W.G. Roche, Inc., Gen. Agt., R. W. Bruce, Gen. Agt., 
1714 Dime Bank Bldg. 110 S. Dearborn St., 
Detroit, Mich. Chicago, Ill. 
L. L. Bates, General Freight Agent, 
1519 Railroad Ave. So., Seattle, Wash. 


American Mail Line 


Other Offices, Boston, Philadelphia, Baltimore, Pittsburgh, _ 
Portland, Ore.,San Francisco, Cal., Tacoma, Wash., 
Vancouver, B.C., Victoria, B.C. 
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NOTE—iItems in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


a ty 18—New York, N. Y.—Examiner Maidens: ’ 
. & S. 3101—Classification changes in Official, Southern and West- 
ern territories. 


June 18—Argument at Washington, D. C.: 
19691—J. A. Forsythe, one business under the name of Forsythe 
Oil Co., vs. A. T. & S. F. Ry. et al. 
20141—Chautauqua & Bre “Grape Growers’ Cooperative Assn. et al. 
. Erie R. R. et al. 


ain ‘eee at hele ye mag BD. €: 
19296—Brennan Packing Co. vs. B. & Pw R. et al. 
19390—Allied Packers, Inc., et al. “ A. T "&S. F. Ry. et al. 
19425—Swift & Co. et al. vs. A. C. & Y. Ry. et al. 
19469—-Swift & Co. et al. vs. A. C. & Y. Ry. et al. 
19462—Agar Packing & Provision Co. et al vs. A. C. & Y. Ry. et al. 
19615 oan Sub. 1)—Cudahy Brothers Co. vs. C. & N. W. Ry. et al. 
19696—St. Louis Independent Packing Co. vs. 4 & O. R. ‘ et al. 
19608—The Lake Erie Provision Co. et al. vs. Y. C. R. R. et al. 
19769—Armour & Co. (Ill.) et al. vs. A. C. & Y ‘Ry. et al. 
197560 (and Sub. 1)—Armour & Co. vs. I. C. R. R. et al. 


June 20—Washington, D. C.—Examiner Sullivan: 

* Finance No. 6888—Application Pennsylvania R. R. for authority to 
acquire control of the Baltimore & Eastern R. R. by purchase of 
capital stock. 


June 20—Argument at Washington, D. C.: 
19465—American Farm ot ye Federation vs. A. & B. B. R. R. et al. 
eS ee Anoka & Cuyuna Range Ry., E. P. Burch, Re- 
ceiver, vs. A. & S. F. Ry. et al. 
19913 (and Sub. Now 1 to 3, incl.)—Sweeney, Lynes & Co. vs. A. C. 
L. R. R. et al. 


~—_- 20—Jacksonville, Fla.—Examiner Archer: 
- & $. 3041 and ist and 2nd supplements—Import fertilizer from 
af = Atlantic & Gulf Ports to Southern ports. 


June 21—Washington, D. C.—Examiner Sullivan: 

* Finance No. 6898—Application Kansas, Oklahoma & Gulf Ry. for 
authority to acquire control, by lease, of the Kansas, Oklahoma 
& Gulf Ry. of Texas. 


June 21—Argument at Washington, D. C.: 
bf — 7. No. 1)—Security Cement & Lime Co. vs. B. & O. 
4 et a 
19353—Southwestern Milling Co. vs. C. R. I. & P. Ry. et al. 


June 21—Ft. Worth, Tex.—Commissioner Taylor and Examiners Worth- 

ington and Walsh 

17000—Rate Structure Investigation, Part 10—Hay 

16602—-Board of Railroad Commissioners of the State of S. D. va. 
Cc. & N. W. Ry. et al. 

19332 Wichita Chamber of Commerce et al. vs. A. & S. Ry. et al. 

19623—W. J. Small et al. vs. A. & S. Ry. et al. 

— — Application 13040—Hay from South Dakota (further 
earing 

12244—-Corporation Commission of Oklahoma vs. A. & S. Ry. et al. 
(Reopened as to rates on hay. 


June 22—Washington, D. C.—Examiner Davis: 

* Finance No. 6871—Joint application of Pacific Telephone & Tele- 
graph Co. and W. H. Pearl and Maude M. Pearl, doing business 
as the Stites-Kooskia Telephone Co. for a certificate that the 
acquisition by the first-named company of the telephone prop- 
erties of said W. H. Pearl, in Idaho, will be of advantage to the 
— to whom service is to be rendered and in the public in- 
eres 

* Finance No. 6919—Joint Application of Guy Hall and Southwestern 
Bell Telephone Co. for a certificate that the acquisition by the 
last-named company of the telephone properties of said Guy 
Hall, located at Red Fork, Tulsa county, Okla., will be of ad- 
vantage to the persons to whom service is to be rendered and 
in ,the public interest. 

* Finance No. 6925—Joint Application of Mountain States Telephone 
& Telegraph Co. and D. M. Sayles, doing business as the Service 
Telephone Co., for a certificate that the acquisition by the first- 
named company of the telephone properties of said D. M. Sayles, 
located at Bainville, Roosevelt county, Mont., will be of advan- 
tage to the persons to whom service is to be rendered and in 
the public interest. 

* Finance No. 6944—Joint application of Mountain States Telephone 
& Telegraph Co. and Pioneer Telephone Co. for a certificate that 
the acquisition by the former company of the properties of the 
latter company will be of advantage to the persons to whom 
service is to be rendered and in the public interest. 


POSITIONS WANTED OR OPEN 


POSITION fk ag ange Commissioner Chamber of Com- 
merce I. C. C., M. P. U. Wis. R. C. and Rate Committee saw 
age 27; married; own full “gh ad equipment. Address U. 

108, care Traffic Word, Chicago, Il. 











IMPORTANT NOTICE—La Salle Extension University graduate, 
now employed, wants position with industrial concern; eleven years’ 
practical business and general railroad office experience; able to 
organize and supervise; location immaterial; let me convince you. 
Address Box 25, care Traffic World, Chicago. 





WANTED—Position with concern in Arizona or western Texas 
for one of our traffic men, who owing to condition of health of mem- 
bers of his family desires southwestern location; ten years’ experience 
in traffic work; familiar with rate structures throughout United States, 
handli laims, and I. C. C. ——— The Traffic Service Corpora- 
tion, 31 ills Building, Washington, D 








WANTED TO BUY—Full set of I. C. C. decisions, also Late 
Digest of Decisions. State condition and price wanted. Address R 1 
care of Traffic World. 


THE TRAFFIC WORLD 


Docket of the Commission 


Vol. XLI, No, % 


June 22—Argument at Washington, D. C.: 
—_ (and a Nos. 1 and 2)—White Eagle Oil & Refining Co, ys, 
T. & S. F. Ry. et al. 
19482 ‘Bast St. Louis Cotton Oil Co. et al. vs. B. & O. R. R. et al. 
June 23—Argument at Washington, D. C.: 
19444—-Detroit Chemical Works vs. B. & O. R. R. et al. 
19547—Wadhams Oil Co. vs. A. T. & S. F. Ry. et al. 
20118—Union Metal Mfg. Co. vs. Mich. Cent. R. R. et al. 
June 25—Washington, D. C.—Examiner Sullivan: 
* Finance No. 6917—Acquisition and operation of line by Saratoga ¢ 
Encampment Valley R. R. 
* Finance No. 6918—Stock of Saratoga & oe ge Valley R. 
* Finance No. 6916—Acquisition by Union Pacific R. of Saratoga . 
Encampment Valley R. R. by purchase of amet stock. 
June 25—Washington, D. C.—Full Commission: 
21012 (and Sub. Nos. 1 and 2)—Interstate Commerce .Comnlaaion 
va. 5. € 6. K. &. N.Y. CR. BR. and N.Y. C. & St. la KK. B. 
June 25—Argument at Washington, D. C.: 
~~ pane Construction Co., Inc., et al. vs. B. S. L & W. Ry. 


et al. 
19929—W. B. Roddenbery et al. vs. A. C. L. R. R. et al. 


20041—Florida Power & Light Co. et al. vs. A. C. L. R. R. et al. 

June 25—Washington, D. C.—Examiner Molster: 

* Finance No. 6792—Application Miss. River Western Ry. for au- 
thority to operate a line of railroad in Miss. we Ark. 

June 26—Argument at Washington, D. ae 

18296—Norfolk Tallow Co. et al. vs. & O. vt et al. 
19099—Willow Springs Creamery Co., io vs. I. C. R. R. et al. 
19235—Knoxville Freight Bureau et al. vs. p Ry. et a 

June 27—Grand Rapids, Minn.—Railroad and Warehouse Commission 
of Minnesota: 

* Finance No. 6833—Application of Hill City Ry. for authorit 
abandon its railroad and to abandon operation under trac > 
rights over the Gt. Nor. Ry., in Aitkin and Itasca counties, Minn, 

June 27—Argument at Washington, D. C.: 

18368—National Tube Co. vs. D. G. of R. R. as Agent, A. T. & SF, 


Ry. et al. 
19684—United Paperboard Co., Inc., vs. B. & O. R. R. et al. 


19714—United Paperboard Co., Inc., vs. ee Vt. Ry. et al. 
19779—Sinclair Refining Co. vs. A. T. & S. F. Ry. et al. 


June 28—Argument at Washington, D. C.: 
Valuation No. 1061—In re tentaive valuation of the property of the 
Western Md. Ry. et al. 
17923—Boyle American Potato Co. et al. vs. A. T. & S. F. Ry. et al. 
17612—The Apex Co. et al. vs. A. & V. Ry. et al. 
ee American Wall Paper & Paint Co. vs. C. R. I. & P. Ry. 


18123 PGuaik Sub. 1)—Tex-Mex-Jobbing House vs. L. V. R. R. et al. 


We Bind The Traffic World 


SE BL PT EPA 
In Best Grade Buckram for $2.25 Per Volume (26 Numbers) 


Prompt Service and Quality Work 
We also Bind All Kinds of a 


The Book Shop Bindery 


350-354 West Erie Street Chicago 


C & A TERMINAL WAREHOUSE Co. 


Connection with tunnel 
service to depots and 
central location give 
speediest deliveries at 
minimum cost. 


358 W. Harrison St., Chicago 





Foreign Freight 
Forwarders 


Established 1884 


D.C. ANDREWS & CO., Inc. 


27-29 Water Street, New York, U.S. A. 


Boston Offices 
92 State Street 
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CARLOADING & DISTRIBUTING CO. 


UNITED STATES 


\) , > ; 
‘fess Than Carload Freight Service " 





FREIGHT COMPANY 


Golf! 


‘“Made two 30 foot puts the other day,” 
said one Traffic Manager to another, “and 
then finished with a score of 121 for the 
18 holes, isn’t that the limit?” ‘‘No,” 
replied the other, “it’s what you would 
naturally expect. It takes an expert to 
shoot consistent golf.” 


This situation is just as true of trans- 
portation as it is of golf. It requires an 
expert organization with years of expe- 
rience back of it to give consistent less 
than carload freight service at low cost 


with safe and efficient operation. 


The Universal Carloading & Distributing 
Co. has such an organization and has 
given dependable transportation at low 
cost consistently, for over sixteen years. 


— 


For Rates or further information apply to our Freight 
Traffic Department in your city or to the 


FREIGHT TRAFFIC DEPARTMENT 


53 West Jackson Boulevard, CHICAGO, ILL. 
40 Rector Street, NEW YORK CITY, N. Y. 


‘Reduced Freight Rates" 
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CHICAGO HEIGHTS, ILLINOIS 


Are you looking for an industrial location? 


An ideal place for a manufacturing plant, 
storage and distributing warehouse, . 
or branch plant of any kind? 


If so, Chicago Heights industrial district offers the finest opportunities in the 
Middle West. 


It has cheap land, 
good labor conditions ; 
excellent transportation service in all directions; 


flat Chicago freight rates outbound and inbound 
to and from all parts of the country; 


Chicago switching district freight rates on 
intra-district traffic ; 


Indiana and Illinois coal-fields nearby; 
Electric power. 


It is near the center of population of America. 


a 


The Chicago Heights Terminal Transfer Railroad now serves 84 industries 
and has direct interchange arrangements with all Chicago Heights railroads. 
Through the Chicago Heights-Chicago switching district it interchanges 
freight with all railroads reaching the Chicago district: 


Less than carload freight from Chicago Heights receives the benefit of daily 
through merchandise package cars to all sections of the country. 


Address 


P. S. LOTTINVILLE, General Agent 
Chicago Heights Terminal Transfer R. R. Co. 
Chicago Heights, Illinois 
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Central ~¢ Tidewater Virginia 


The Logical Location for Industry 


IRON ORE |iktoigh ne ens 
MICHIGAN 
4 . . Cleveland: LIMESTONE 
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OIL GAS o Harrisburg 
COAL 


Philadelphia 
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Virginia is the “Buffer” state between the northeast and southeast. Half 
the population of the Country can be reached in less than a day’s train ride. 


THE CHESAPEAKE AND.OHIO RAILWAY serves Central and Tidewater 
Virginia, furnishing transportation from the famous West Virginia and Kentucky 
coal fields to and from Hampton Roads for export and import, and through its 
connections to and from all parts of the Country. 


Virginia is a logical location for manufacture and distribution. Industry is 
fast recognizing the advantage of favorable laws, good labor, natural resources, 
and other manufacturing essentials. | 


There are unusual opportunities for the textile, wood working, chemical, 
sheet metal, shipbuilding, and other industries. Ask for full information, including 
special surveys. 


Address: 
INDUSTRIAL DEPARTMENT 
THE CHESAPEAKE AND OHIO RAILWAY 
RICHMOND, VIRGINIA 





THE TRAFFIC WORLD 





The ERIE enters NEW YORK 
at the Front Door 
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THE BALTIMORE & OHIO CHICAGO TERMINAL R.R. CO. 


(BALTIMORE & OHIO SYSTEM) 


If location is the prime factor or an essential 
requisite, we can meet the most critical re- 
quirements. Due to our advantageous geo- 
graphical location can offer choice sites in 
any of the several manufacturing districts. 


THE BALTIMORE AND OHIO SYSTEM 
THE BALTIMORE AND OHIO CHICAGO, 
TERMINAL RAILROAD. 


O, ILL. 
papain Unexcelled 
Transportation 
Facilities 
is A ; to and from 
7) Ray ~ Any District. 
Tike {aes | BRE Choc ISLAND JCT. F 
4): Ni Excellent 


47; Cc 
| 7, SS 7 
fi) TE Pt Bae : Labor 
| a= OD B.., st 
S75 a oS Conditions. 
Neighborly 
Policies 
Prevail. 





Permit us to figure with you on your new location. 


ADDRESS: 
J. M. McDERMOTT H. M. JOUVER 
Industrial Agent General Freight Agent 
208 Grand Central Station 455 Grand Central Station 


CHICAGO CHICAGO 
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New British Freight Rates 
Now Available 


The new British Railway freight rates are not 
issued in printed tariffs but are being quoted 
free on application by the L M S Freight Offices 
in America. 


Freight Forwarders, Traffic Managers, Ship- 
ping Agents, Export Managers and _ shippers 
of all commodities from all British ports to all 
points in the interior of Great Britain should get 
these new rates at once—they are in force now. 


The new rates are based upon the revised 
classification and new standard charges in force 
from January 1, 1928. For information apply 
to LM S Freight Traffic Manager in America 
at 1 Broadway, New York City, Telephone 
Bowling Green 4260. 


THOMAS ARTHUR MOFFET 
Freight Traffic Manager 


LONDON MIDLAND & SCOTTISH RAILWAY COMPANY 


of Great Britain 
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Where and When? 


By Mac 
Shippers’ Traffic Man 


Almost every hour of the day someone is 
hurling at me two questions—‘Where is 
that shipment? When will it arrive?” 


The Soo Line gives me top-notch service 
on that important part of my work. The 
; Soo Line men are thorough in collecting 
; their passing reports, and they give me the 
; information every time as if it were a gen- 
uine pleasure. 


That’s one good reason why I route over 
the Soo Line. 


Sina h se ee 


Is a railroad a real person? 


I say “yes” after my experience with the 
Soo. 


To avoid delay, shipments for Ca- 
nadian destinations must be accom- 
panied by shippers’ export declaration 
made in triplicate. This document 
must be delivered to railroad agent 
at initial point with the shipment and 
accompany same to Canadiah port 
of entry. 


ALWAYS DEPENDABLE 
FREIGHT SERVICE 


AGENCIES 


Boston, Mass., 40 Central St. Los Angeles, Cal., 530 Van Nuys Bldg. St. Louis, Mo., 2050 Railway 
Buffalo, N. Y., 409-410 Iroquois Memphis, Tenn., Porter Bldg. ‘ Exch. Bldg. . 
Bldg. Milwaukee, Wis., 68 East Wisconsin Ave. St. Paul, Minn., 1112 Merchants Nat’l 

Chicago, Ill., 707 Standard Trust Bldg. Minneapolis, Minn., Soo Line Bldg., 5th St. Bank Bldg. 
Chippewa Falls, is. and Marquette Ave. San Francisco, Cal., 681 Market St. 
Cincinnati, O., 709 Traction Bldg. Neenah, Wis. Sault Ste. Marie, Mich. 
Cleveland, O., 915 Union Trust Bldg. New York, N. Y., Woolworth aie Seattle, Wash., 5564 Stuart Bldg. 
Detroit, Mich., 311 Transportation Bldg. Omaha, Neb., 725-26 W. O. W. Bldg. Spokane, Wash., 1006 Old Nat’l Bank Bldg. 
Duluth, Minn., 408 West Superior St. Passaic, N. J., 250 Bloomfield Ave. Superior, Wis. 
Grand Rapids, Mich., 414 Lindquist Bldg. Philadelphia, Pa., 1500 Locust St. Tacoma, Wash., 1113 Pacific Ave. 
Indianapolis, Ind., 430 Merch. Bank Bldg. Pittsburgh, Pa., 2041 Oliver Bldg. Waukesha, Wis. 
Kansas City, Mo., 723 Walnut St. Portland, Ore., 3rd and Pine Sts. Winnipeg, Man., 603-604 Lombard Bldg. 


6 MANITOWOC 
SAINT PAUL , 


ROUTE YOUR FREIGHT CARE SOO LINE 








1528 


Total Rail Lines 
16,726.69 
Miles 


Total Water 
Lines 
3,825 Miles 
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FROM TRAIL TO RAIL 


A History of Southern Pacific 


Despite the saying that a prophet is 
not without honor except in his own 
country, all the appreciation of what 
these four men accomplished has not 


(Continued from June 9th issue) 
CHAPTER V. 


The Big Four 


Huntington, Hopkins, 
Stanford, and Charles 
Crocker made up _ that 
strong pioneer group fa- 
mous in western history as 
the “Big Four.” It was a 
rare team. Each member 
had made a success of his own business 
before joining with the others to conquer 
the Sierra. Each had developed quali- 
ties which made him a necessary part 
of the miracle-working organization that 
Judah’s enthusiasm had fanned into life. 

Huntington was the financial genius; 
Hopkins took care of the money Hunt- 
ington raised and guided its wise ex- 
penditure; Stanford carried out admin- 
istrative policies, which represented the 
combined wisdom of the quartet; Crocker, 
with a gift for handling large forces of 
men, got the work done. 

Although all successful business men, 
the combined resources of the four, at 
the most extravagant calculation, could 
have been but a small part of the great 
sum needed to build a railroad across 
the Sierra. They brought to the job, 
however, more than money, more than 
business experience. They brought char- 
acter and integrity. Their reputation for 
common sense suffered, in the estimation 
of many of their friends, when they 
risked their, fortunes in the Central 
Pacific, but their given word was ac- 
cepted at face value even by their critics. 
Men who had no faith in the success of 
the Central Pacific advanced large sums 
of money on the personal guarantee of 
the “Big Four.” 

To estimate the debt the world owes 
these pioneer builders, it is necessary to 
understand the sacrifices they made to 
carry out this work. It’s true that their 
ultimate reward was great, but not un- 
duly sc when it is considered what their 
railroad enterprise did for the West and 
for the generations that followed them. 

In the days when the Central Pacific 
was launched, men of middle age, par- 
ticularly if they had been successful, 
thought more of “retiring” than of seek- 
ing new worlds to conquer. The asso- 
ciates were in this class. Judging by the 
standards of 1860, each had “made his 
fortune” and all had reached the age 
when custom counted it proper for men 
of their years to “take it easy.” Mark 
Hopkins, the oldest of the quartet, was 
49; Huntington 41; Crocker 40; and 
Stanford 37. 

Instead of “taking it easy,” however, 
these men tackled what was then the 
biggest job in the world, and made a 
success of it. From that job they went 
to others. Death found each of the “Big 
Four” still in harness. 
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been left to this generation. Here is 
what a writer had to say about them in 
1873, four years after the last spike had 
been driven in the _ transcontinental 
road: 

“The projectors of the Central Pacific 
Railroad completed it, and today control 
and manage it; they did not let it slip 
out of their fingers; and, what is more, 
although only merchants, totally inex- 
perienced in railroad building and rail- 
road managing, they did their work so 
well that, in the opinion of the best engi- 
neers, their road is today one of the 
most thoroughly built and equipped and 
best-managed in the United States. 
Their bonds sell in Europe but little if 
any below United States Government 
bonds, and their credit as a company, 
in London, Frankfort, and Paris, is as 
high as that of the Government itself. 

“Moreover, you are to remember that 
these Sacramento merchants who under- 
took to build a railroad through 800 miles 


‘of an almost uninhabited country, over 


mountains and across an alkali desert, 
were totally unknown to the great money 
world; that their project was pronounced 
impracticable by engineers of reputation 
testifying before legislative committees; 
that it was opposed and ridiculed at 
every step by the moneyed men of San 
Francisco; that even in their own neigh- 
borhood they were thought sure to fail; 
and the ‘Dutch Flat Swindle,’ as their 
project was called, was caricatured, writ- 
ten down in pamphlets, abused in news- 
papers, spoken against by politicians, 
denounced by capitalists, and for a long 
time held in such ill repute that it was 
more than a banker’s character for 
prudence was worth to connect himself 
with it, even by subscribing for its 
stock.” 

There have been many conflicting re- 
ports as to the actual wealth of the as- 
sociates at the time they organized the 
Central Pacific. The best light on this 
comes from Collis P. Huntington him- 
self. In testifying before the Pacific 
Railroad Commission in 1887, he said 
that the firm of Huntington & Hopkins 
in 1862 owned property valued between 
$500,000 and $600,000, and that their 
credit rating in their own business was 
probably about one million dollars. He 
also testified that Governor Stanford 
was worth “up in the hundred thousand 
several times” and Crocker more than 
$200,000, “and doing a thrifty business.” 

The combined fortunes of the asso- 
ciates would have been a very small part 
of the money needed for an undertaking 
like the construction of a railroad across 
the Sierra. It should be remembered, 
moreover, that their entire fortunes were 
not available for this purpose. Most of 
the capital of each of the associates was 


(Advertisement) 


already invested in a going business go 
that there was available for investment 
in an outside venture like this only the 
surplus, the total amount of which we 
can only guess at. 

Huntington also told how the asso- 
ciates came together. “In a general 
way,” he testified, “I believe that every 
member of the company came in at my 
personal solicitation. I spent many evVe- 
nings until a late hour after getting 
through my regular business in going to 
see men. I went to see only those who 
were thrifty, and those I believed to be 
safe business men.” He said that he 
wanted Governor Stanford in “because 
he was a good business man and a clean 
man in all respects.” Of Charles Crocker 
he said: “He was doing a thrifty busi- 
ness and I counted him one of the best 
business men in California.” 

One of the first things Huntington and 
his associates did after arranging for the 
survey of the route for the railroad was 
to investigate the causes of failure in 
other railroad enterprises. They found 
that in very few cases the men who 
started ventures of this kind had been 
able to hang on until the road was built. 
Their investigation showed them that im- 
provident and extravagant management 
in the beginning was responsible for 
many of the failures. They found that 
many of these enterprises had been 
swamped by interest charges long before 
there was any offsetting revenue from 
operation. 

It was with these warnings before them 
that the “Big Four” plotted a course of 
close economy and arranged their finan- 
cial deals so that interest payments were 
postponed as far into the future as pos- 
sible. 

It was because of this little research 
work, done before any obligations had 
been incurred, that the associates in- 
sisted on having written into the Pacific 
Railroad Bill conditions whereby the 
Government paid all interest on bonds 
advanced until the bonds themselves 
matured. 

Here is an illustration of their prac- 
tical economy: After organizing the 
Central Pacific, one of the company’s 
engineers brought in plans for a new 
building. 

“How much will it cost?’ Huntington 
inquired. 

He was told $12,000. “Very fine,” he 
said, “for by and by. For the present 
we are not doing much business. This 
will be better.” 

He then chalked an outline on one of 
the iron doors at 54 K street, where 
Huntington & Hopkins’ hardware store 
was located. The building thus outlined 
was put up in two days, cost $150, and 
served as the company’s headquarters 
for some time. When the business out- 
grew the office, the first headquarters 
were turned into a paint shop. 

(To be continued in July 7th issue) 
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